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Sludy  Origins 


The  growth  ano  redeuelopmeni  ol  resideniMl,  i,om- 
mercial,  park  land  and  tianspor lation  facilities  have 
been  historically  intCf  telated  on  the  West  Side  ol 
Manhattan  between  Midtown  and  the  George  Wash- 
ington Bridge 

Prom  1846,  when  the  Hudson  River  Railroad  built  a  rail 
connection  lo  Manhattan  below  Ihe  blutis  and  (arm- 
lands  ol  whai  IS  now  the  Upper  West  Side,  development 
and  improvement  in  transportation  and  community 
have  gone  forward  together 

This  report  contains  the  summary  resulls  ol  a  feasi- 
bility study  to  help  determine  whether  another  phase  in 
this  century-old  series  o(  developments  should  lake 
place  II  presents  an  opportunity  to  improve  transporta- 
tion serving  Manhattan,  extend  and  improve  park  lands 
and  aid  m  the  residential  renaissance  of  Ihe  West  Side 

The  feasibility  sludy  was  undertaken  in  direct  response 
lo  strongly  expressed  concerns  lhat  any  etfort  lo 
rebuild  the  Henry  Hudson  Parkway  would  result  in 
destruclion  or  severe  damage  lo  Riverside  Park 

The  Cily  and  Slate  of  New  York  mutually  agreed  in  1971 
that  reconstruction  ol  Ihe  West  Side  Highway  from  the 
Brooklyn-Battery  Tunnel  lo  the  George  Washington 
Bridge  was  desirable  The  old  highway,  built  in  the 
1930's,  was  seriously  deteriorated  It  was  built  only  tor 
automobile  trallic  wilh  an  emphasis  on  pleasure  driv- 
ing II  did  nol  accommodate  truck  and  bus  Irallic.  forc- 
ing trucks  and  buses  10  use  Upper  West  Side  streets 

Any  planning  to  reconslruct  the  highway  required 
action  by  the  Slate  Legislature  to  add  it  lo  ihe  Stale's 
Interstate  System  The  original  Henry  Hudson  Parkway 
from  72nd  Street  lo  the  George  Washington  Bridge  and 
the  Miller  Highway  Irom  Baltery  Park  to  72nd  Street 
were  built  as  City  highways 

Legislation  making  Ihe  Miller  Highway  and  the  Henry 
Hudson  Parkway  a  part  ol  Ihe  Stale's  Interstate  High- 
way System  was  enacted  in  1971  However,  rellecling 
the  tear  lhat  reconslruclion  ol  Ihe  Parkway  mighl  result 
in  destruclion  ol  Riverside  Park,  an  amendment  to  Ihe 
legislation  was  adopted  which,  lor  all  practical  pur- 
poses, prevented  any  further  ellort  by  the  New  York 
Slate  Department  of  Transportation  in  planning  that 
reconstruction.  The  amendment  contained  the  follow- 
ing restrictive  language 

. .  .Thai  no  route  shall  be  constructed  so  as  to  encroach 
in  any  way  on  or  over  any  land  mapped  or  used  for  park 
purposes  either  during  or  after  construction  of  Ihe 
Riverside  Park  section,  Irom  West  72nd  Street  lo  Ihe 
Cross  Bronx  Expressway 


Following  the  action  ol  Ihe  Stale  Legislature  the  State 
Department  ol  Transportation  requested  the  Fedoral 
Government  to  make  the  onlire  route  Irom  the 
Brooklyn-Battery  Tunnel  to  the  George  Washington 
Bridge  a  part  ol  the  Interstate  Highway  System.  This 
would  provide  a  connection  among  each  of  the  Inter- 
state System  routes  entering  Manhattan  at  Ihe  Qoorge 
Washington  Bridge  and  the  Lincoln,  Holland  and 
Brooklyn-Battery  Tunnels  More  Importantly,  It  would 
provide  90  percent  Federal,  10  porceni  State  funding 
to  reconstruct  a  seriously  delerioratod  highway  which 
lor  several  years  has  been  a  part  of  the  Tri-Stato 
Regional  Planning  Commission's  high  priority  arterial 
network  for  the  region. 

The  Federal  Government,  acting  through  Ihe  Federal 
Highway  Administraiion,  speclllcally  noted  the  roslric- 
live  legislation  protecting  Riverside  Park  and  approved 
as  a  part  ol  the  Inlersiato  System  only  thai  part  ol  the 
highway  Irom  the  Brooklyn-Battery  Tunnel  to  Ihe 
Lincoln  Tunnel,  with  a  connection  to  the  existing  West 
Side  Highway  at  42nd  Street  Planning  and  design  worK 
on  the  section  ol  highway  from  the  Batlory  to  42nd 
Street  recently  was  completed  ' 

Prior  to  Ihe  agreement  by  the  City  and  Slate  in  1S71 
lo  seek  Interstate  System  designation  for  Ihe  entire 
West  Side  Highway,  Ihe  New  York  Stale  Urban  Devel- 
opment Corporation  prepared  a  sludy  ol  ways  In  which 
significant  amounts  ol  fMew  York  City's  many  miles  ol 
waterlroni  could  be  reclaimed  lor  housing,  parks, 
recreation  and  other  social  amenities  to  bolslor  the 
City's,  and  particularly  Manhattan's  atlrnctlvonoss  as  a 
place  to  live  as  well  as  work.  The  Urban  Development 
Corporation  study  resulted  in  a  report  which  proposed 
the  reconslruclion  of  the  West  Sido  Highway  os  a 
covered  offshore  lacility  which  could  provide  for  trans- 
portation needs  as  well  as  for  the  regeneration  of  iho 
amenities  required  m  a  modern  society  for  high  quality 
living  conditions  *  The  report  dealt  primarily  wilh  the 
West  Side  Irom  Ihe  Battery  to  72nd  SIrool.  However, 
additional  study  was  given  to  the  Riverside  Park  area, 
a  similar  alignment  proposed  and  the  results  proaonted 
to  Interested  groups  on  the  Upper  West  Side  A  range 
of  ollshore  alternatives  also  were  studied  by  the  City 
Transporlation  Administration  Although  discussed  in 
general  terms  by  many,  the  specillc  response  was 
articulated  by  Community  Board  Savon  in  a  report  on 
the  Master  Plan  lor  New  York  City  '  The  reporl,  with 
regard  lo  the  Wc^i  Side  Highway,  said 


'Woit  SIds  Highway  Pro|acl  Draft  Envlronmtntal  Impacl 
Slalemor)!.  April  2S.  19M.  W»fl  SIda  Highway  Projacl  Oaalgn 
Rapori,  April  1974 

'Walaradga  Study,  Urban  Dovulopmont  Corporation,  April 
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The  dewelopmeni  of  an  InlorBlale  highway  along  the 
linos  proposed  by  UDC  should  otler  subslanllal  benelll 
lo  the  city  as  a  whole  and  to  our  communlly  The  plac- 
ing of  the  highway  on  the  river,  beyond  the  bulkhead 
lino,  would  remove  the  highway  from  Riverside  Park, 
thus  Immediately  eipandlng  the  Park,  and  would 
remove  truck  traffic  from  Columbus  and  Amaterdam 
Avenues  The  decking  over  and  Inlegraling  of  the 
highway  into  the  park  would  further  enlarge  the  park 
All  of  this  would  create  substantial  expansion  ot  the 
park  8  recreallonal  facllllles.  This  proposed  highway 
development  would,  of  course,  also  have  lo  be 
Integrated  Into  the  development  with  the  Penn  Central 
Yards. 

The  Communlly  Board  Seven  report  on  the  proposed 
Master  Plan  was  comprehensive  In  many  areas,  Com- 
menlsdeall  directly  with  the  Henry  Hudson  Parkway. 
Riverside  Park,  iratllc  on  the  Upper  West  Side  street 
system,  and  land  uses  directly  atlected  by  the  highway 
Specifically  noted  was  the  then  ongoing  study  of  the 
60th  Street  yards: 

For  almost  two  years  a  special  committee  has  been 
considering  the  possibilities  of  plalforming  over  the 
yards  and  building  out  to  the  Pierhead  Line.  This  large 
site  offers  an  opportunity  to  create  housing,  )unlor  high 
school  racllllles,  and  fields  for  the  West  Side  high 
schools  which  do  not  have  them,  recreallonal  space  for 
the  community  and  perhaps  commercial  space  lo  help 
absorb  the  costs  In  spile  of  the  substantial  advantage 
that  the  development  of  this  area  could  generate  to  the 
community  as  a  whole,  there  Is  a  lack  of  movement 
here  The  Commission  must  be  prepared  to  act  as  the 
land  agency  and  supply  the  motor  power  tor  such  a 
large  project.* 

The  Communlly  Board  Seven  comments  renewed 
earlier  suggestions  made  in  1967,  Included  were; 

We  see  no  proposals  In  the  Plan  to  remove  'the  torrent' 
of  trucking  (and  buses)  that  Impede  all  sense  that  the 
great  parks  ore  part  ol  the  West  Side  community.  We 
suggested  In  1967  studies  to  show  whether  to  canalize 
this  Itow  by  depressed  truck  highways  In  the  avenues 
or  to  divert  It  to  a  covered  route  along  the  Hudson 
River'  We  do  not  ask  that  the  Plan  of  19G9  provide 
absolute  answers,  but  we  do  ask  why  the  Importance 
of  this  Issue  Is  not  recognized  and  why  there  are  no 
proposals  to  deal  with  It.' 

The  Board  comments  on  Parks  and  Recreation 
included: 

Usetulneas  ot  the  Hudson  River  should  be  augmented 
by  Improving  access  to  II,  especially  south  of  72nd 


*lbl<t,  pngesSend  4 
'Ibid,  page  12 


Street  and  In  the  stretch  from  79th  to  95lh  Streets.  More 
direct  access  by  means  ot  quays  or  steps  could  make 
it  usable  for  small  boats  These  could  be  Integrated 
Into  the  proposed  redevelopmeni  ot  the  highway  Here, 
too.  belter  lighting  Is  a  necessity  lo  Improve  the  park's 
usefulness,  A  continuous  promenade  and  bike  path 
should  be  established  around  the  IManhattan  riverfront 
but  especially  connecling  the  presently  existing  pieces 
In  our  area  and  extending  them  north  lo  the  George 
Washington  Bridge.* 

In  commenting  on  streets,  the  Board  report  said  in 
part: 

Many  of  our  recommendations  have  been  listed  under 
public  spaces.  But  some  are  worth  repeating  with 
some  detail  here  For  example,  we  support  efforts  to 
remove  truck  and  bus  traffic  Irom  the  major  north-south 
thoroughfares.  In  this  regard,  the  ettorts  of  our  new 
West  Side  Highway  Committee  are  to  be  applauded  and 
plans  to  construct  a  new  roadway  that  would  carry  this 
heavy  Iraltic  are  lo  be  encouraged.' 

In  addition  to  the  above  quoted  comments,  the  Board 
report  also  had  a  specific  section  on  ihe  Highway  and 
Riverside  Park  The  bill  section  slates: 

The  Community  Board,  wllh  the  alms  of: 

A.  Removing  major  through  truck  and  bus  traffic  from 
the  Avenues  (Columbus,  Amsterdam  and  Broadway), 
and 

B.  Enlarging  and  Improving  Riverside  Park^  supports 
the  construction  of  an  offshore  Interstate,  8  lane  high- 
way to  be  situated  between  the  bulkhead  and  pierhead 
lines,  If  all  the  following  stipulations  are  met  In  full. 

1.  The  highway  must  be  totally  (100  percent)  decked- 
over  In  both  Its  north-south  and  east-west  dimensions 
and  continuously  closed-off  along  Its  eastern  edge.  The 
deck  Is  to  be  completed  simultaneously  with  the  high- 
way construction. 

2  The  Deck's  surface  Is  to  be  Imaginatively  land- 
scaped as  continuous  park  land  totally  integrated  into 
the  overall  design  of  Riverside  Park  The  level  of 
adjacent  park  land  Is  to  be  blended  to  that  ot  the  deck. 

3.  The  entire  existing  West  Side  Highway  is  to  be  re- 
moved and  returned  to  park  land  landscaped  so  as  to 
blend  with  existing  adjacent  park. 

4.  There  are  lo  be  no  above  grade  structures  with  the 
exception  ot  changes  in  the  deck's  grade  to  serve  the 
purposes  of  a)  :  variety  In  landscaping  and  design,  and. 
b):  certain  park-related  functional  uses.  Such  grade 
changes  In  the  deck's  surface  must  be  blended  with  the 
overall  design  ot  the  deck  s  surface  and  adjacent 
related  park  area  Access  and  egress  ramps  (locations 
to  be  approved  by  Community  Board  Seven)  to  the 
highway  must  conform  to  these  principles. 


5.  The  venting  of  the  roadway  is  lo  be  directly  out  to 
the  River  with  no  perforations  In  the  surface  of  the  deck 
so  that  noise  and  fumes  are  excluded  from  the  deck's 
surface  and  from  adjacent  park  lands. 

6.  There  shall  be  stair  access  for  pedestrians  to  river 
level  at  desirable  points.  The  79th  Street  boat  marina 
shall  be  reestablished 

7.  All  construction  Is  to  be  carried  on  Irom  Ihe  River 
with  no  construction  and  related  traffic  in  the  commu- 
nity or  park  All  materials  are  lo  arrive  and  all  spoils  are 
to  be  removed  by  barge  Construction  noise  Is  lo  be 
kept  to  a  minimum  conforming  lo  the  most  stringent 
standards  in  this  respect.  There  is  lo  be  a  minimum  dis- 
location of  the  use  of  Ihe  park  while  ihe  existing  high- 
way is  being  returned  to  park  land 

8.  All  aspects  of  function,  design,  access,  etc  to  be 
developed  with  Community  Board  Seven's  consulta- 
tion. Design,  engineering,  and  other  consultants  lo  be 
retained  wllh  advice  of  Community  Board  Seven. 

9.  Community  Board  Seven  requests  a  study  be  made 
by  a  qualltled  Independent  Iralfic  expert  ascertaining 
what  access  roads  provided  to  the  Highway  to  minimlie 
traffic  on  alt  local  streets,  to  remove  truck  traffic  from 
Columbus  and  Amsterdam  Avenues,  with  trucks  pro- 
hibited from  Riverside  Drive  The  Board  also  requests 
that  this  study  make  recommendations  relating  lo 
highway  design  and  use  wllh  an  aim  being  not  lo  in- 
crease the  volume  of  commuter  auto  traffic  Into  the 
city. 

10-  in  the  area  between  59lh  and  72nd  Streets  the 
Board  supports  Ihe  continuance  ol  a  decked-over  high- 
way with  the  extension  ol  Riverside  Park  on  the  deck, 
lo  conform  to  many  of  the  principles  previously  stated. 
In  this  area  only,  however,  Ihe  Board  also  supports  Ihe 
development  ol  housing,  educational  and  athletic  facil- 
ities coordinated  with  the  development  ot  the  Penn 
Central  Vards 

The  City,  through  the  Transportation  Administration, 
and  the  Urban  Development  Corporation,  agreed  to 
fund  a  preliminary  leasibiitly  study  lo  determine 
whether  it  was  possible  to  reconstruci  the  highway  lo 
meet  Ihe  policy  intent  ol  Ihe  restrictive  legislative 
amendment  and  the  many  concerns  ot  the  Upper  West 
Side,  including  those  of  Community  Board  Seven  as 
expressed  above. 
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Location  of  West  Side  Highway  Feasibility  Study 
I  j        West  Side  Highway  Project 

[          ]       West  Side  Highway  Feasibility  Study 


(^^^^  North 


Several  meetings  were  held  with  the  Wesi  Side  High- 
way Commillee  of  Commumiy  Board  Seven  in  an 
aitempi  to  enlist  cooperation.  This  included  securing 
a  pledge  lor  the  Ciiy  lhal  funds  would  be  made  avail- 
able lor  Ihe  West  Side  Community  Boards  to  hire 
consullanis  of  their  choosing  lo  monilor  the  work  ol 
Ihe  projecl  stall  and  lo  asstsi  the  community  In  the 
development  of  cnlena,  as  well  as  help  evaluate  the 
results  ol  the  work  on  the  feasibility  study 

Ultimately.  Community  Board  Seven  joined  with  Com- 
munity Boards  Two  and  Nine  lo  engage  consultants 
with  lunds  supplied  by  theCity  lo  monitor  the  (easibil- 
ity  study.  Ihe  West  Side  Highway  Project  south  ol  42nd 
Streel  and  a  transit  sludy  being  undertaken  for  Ihe 
corridor  The  consultants  were  also  lo  carry  out  other 
sludy  efforls  as  decided  by  the  three  Community 
Boards  through  their  combined  organization,  COMBO, 

The  feasibility  sludy  heavily  utilized  data  and  informa- 
tion developed  as  part  of  the  study  and  planning  elforts 
of  Ihe  West  Side  Highway  Projecl  between  Ihe  Battery 
and  Midtown  As  a  result,  this  report  could  not  be  com- 
pleted until  the  study  and  planning  effort  to  the  south 
was  concluded. 

Essenlially  all  of  the  basic  data  and  most  of  Ihe  analy- 
sis tor  this  sludy  were  completed  prior  to  the  closing  ol 
the  West  Side  Highway  and  Henry  Hudson  Parkway  in 
December  1973  and  January  1974  Thus,  this  report 
does  not  include  any  detailed  analysis  ol  the  major 
shifts  m  trallic  which  have  resulted  from  closing  the 
Parkway  from  72nd  to  79lh  Street  and  the  narrowing 
down  of  the  Parkway  lanes  in  the  96lh  Street  inter- 
change area 


Preliminary  analysis  of  ahilting  traffic  pallorns  Indicate 
that  of  the  trallic  which  notmolly  would  use  Ihe  West 
Side  Highway  lo  Midtown  or  to  the  soulh,  about  70  par- 
cent  has  been  diverted  to  the  major  Upper  West  Side 
thoroughfares  and  about  30  percenl  lo  the  FDR  Drive 
along  Ihe  East  River  While  these  percantoges  are 
subjecl  lo  closer  analysis  and  evaluation,  It  Is  apparent 
lhal  there  has  been  a  signllicani  increase  on  the  ma|or 
Upper  West  Side  streets,  a  fact  recognized  by  numer- 
ous community  groups  which  have  vigorously  pro- 
tested the  Increased  trallic  congestion  and  its  offacis 
In  their  neighborhoods. 

While  reconstruction  of  the  West  Side  Highway  be- 
tween Midtown  and  ihe  George  Washington  Bridge 
would  not  provide  any  short-term  relief  Irom  the  trafllc 
consequences  of  the  closed  highway,  the  present  con- 
dition does  dramatically  emphasize  the  vulnerability 
ol  the  Upper  West  Side  neighborhoods  to  the  deterio- 
rated condition  of  the  3S-year-old  highway. 

Thus,  the  City  and  the  Upper  West  Side  communities 
are  again  faced  with  a  periodically  recurring  dilemma 
of  how  lo  maintain  and  improve  transportation  while 
simultaneously  taking  steps  to  insure  that  the  reslden* 
Hal  character  of  the  adjoining  neighborhoods  as  well 
as  the  recreational  and  environmental  amenities 
closely  associated  wllh  quality  of  Hie  In  a  dense  urban 
environment  are  not  adversely  affected  as  a  result 

The  seemingly  mutually  exclusive  goals  of  better 
neighborhood  characteriallcs,  including  expanded  and 
improved  park  lands,  and  a  transportation  facility 
which  provides  city-wide  and  regional  service  rather 
than  just  for  the  neighborhood  Is  a  siluallon  the  Upper 
West  Side  has  laced  repeatedly  In  Ihe  past.  ■ 
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Context 


History  of  West  Side  Park  Land 


The  Wesi  Side  norlh  of  42fKl  Sireel,  especially  Ihe 
Hudson  River  shoreline  and  Riverside  Park,  has  passed 
through  several  slages  over  Ihe  pasi  100  yeats,  each 
of  which  has  resulied  in  dtamatic  improvements  lor 
the  area.  During  each  period  seemingly  irreconcilable 
conllicls  between  transportation  (acililies,  park  land 
and  local  communities  have  occuired,  matching  advo- 
cates lor  an  improved  recreational  and  residenlial 
environment  against  the  elfects  of  tirsi  Ihe  Hudson 
River  Railroad,  and  later  Ihe  automobile  These  con- 
flicts have  been  successfully  resolved  only  alter  exten- 
sive debate  and  afier  solutions  were  proposed  which 
substantially  improved  both  Iransporlation  and  Ihe 
adjoining  community 

This  evolution  is  continuing  today  on  much  Ihe  same 
basis  Just  as  in  the  past,  the  deterioration,  obsoles- 
cence, and  negative  environmental  elfects  of  an  exist- 
ing river  edge  Iransportalion  facility  presents  a  prob- 
lem for  the  city  and  at  Ihe  same  time  a  barrier  for 
recreational  activity  and  access  to  the  water 

In  1846  the  Hudson  River  Railroad  was  incorporated 
and  empowered  to  build  a  new  rail  link  from  New  York 
Cily  to  Albany  thus  providing  a  direct  connection  be- 
tween Ihe  nation's  largest  commercial  center  and  the 
expanding  railroad  network  in  the  wesi  Starting  in 
lower  Manhattan,  the  company  secured  permission  to 
lay  track  up  Eleventh  and  Twellth  Avenues  which  at 
lhat  time  weie  little  more  than  ungraded  country  roads 
extending  north  from  ihe  heart  o(  the  city  below  Canal 
Street.  Norlh  of  59th  Street  the  West  Side  was  still 
rural  in  character  with  only  occasional  dwellings, 
laverns  and  some  eslales  dotting  the  landscape  The 
railroad  utilized  inexpensive,  undeveloped  land  along 
the  Hudson  River  for  its  right-of-way  through  this  area. 

Soon  afterwards,  a  railroad  yard  and  passenger  station 
near  30th  Sireel  helped  to  stimulate  the  northward  ex- 
pansion of  the  city  into  what  is  now  known  as  Clmlon 


The  rapid  development  of  this  area  intensified  street 
congestion  to  the  point  thai  railroad  operalions  con- 
flicted with  the  movement  of  carts  and  people  m  the 
area  The  conflict  between  residential  growth  m  Clinton 
and  Ihe  continued  operation  of  a  street  railroad,  essen- 
tial to  the  City's  economy,  was  only  the  firsi  of  several 
irreconcilable  dillerences  between  the  railroad  and 
adiacenl  communities. 

During  this  same  period  the  visionary  plans  of  Freder- 
ick Law  Olmsted  and  Calvert  Vaux  were  being  formu- 
lated, embracing  a  100  block  area  north  of  Wesi  55lh 
Street.  These  men  anticipaied  the  continued  develop- 
ment of  the  city  up  Ihe  entire  West  Side  of  Manhattan, 
and  their  plans  led  to  the  creation  of  Central  Park  in 
1856,  and  Riverside  Park  by  1879  At  Ihe  outset  River- 
side Park  consisted  of  little  more  than  a  narrow  tree- 
less embankment  between  the  Hudson  River  Railroad 
and  the  proposed  Riverside  Drive  The  attraction  ol 
these  parks  and  the  new  accessibiliiy  of  ihe  upper 
West  Side  due  to  Riverside  Drive  and  the  Ninth  Avenue 
elevated  railroad  was  demonstrated  by  Ihe  building 
boom  which  occurred  in  the  1880's  Residences  quickly 
filled  the  area  belween  Central  Park  and  Riverside  Park 
with  mansions  and  palalial  row  houses  lining  Central 
Park  and  Riverside  Drive 

As  had  occurred  previously  in  Clinton,  this  new  resi- 
dential expansion  soon  came  into  conflict  with  Ihe 
existing  Hudson  Rivei  Railroad  Despite  the  railroad's 
exclusive  right-of-way  at  Ihe  river's  edge  and  US  impor- 
tance to  the  City's  economy,  residents  along  Riverside 
Park  lound  ils  smoking  locomotives  offensive  and  so 
reacted  with  considerable  organized  force  when  plans 
for  expansion  were  aired  Additional  tracks  were  pro- 
posed as  well  as  a  gas  works  at  72nd  Sireel  and  other 
industrial  facilities  to  be  built  on  land  fill  west  of  Ihe 
tracks 

A  group  named  the  West  End  Associalion  was  sulti- 
cienlly  alarmed  to  organize  residents  to  press  lor 
legislation  which  would  rescue  the  waterfront  from  the 
intrusion  ol  such  unsightly  uses  In  response  to  public 
sentiment,  the  New  York  State  legislature  of  1894 
passed  an  act  extending  Riverside  Park  from  the  west- 
erly line  ol  the  railroad  track  into  the  Hudson  River  to 
the  United  States  Pierhead  Line  from  72nd  to  129th 
Street  This  addition  was  largely  a  legal  maneuver 
rather  than  an  extension  of  the  existing  park,  because 
the  new  land  was  almost  completely  under  water  and 
totally  inaccessible  because  of  the  railroad 


In  the  following  yoars  no  Improvamonis  took  placs  to 
make  the  designated  park  land  publicly  usable  As  a 
result.  It  was  ngnln  threatened  In  tg09  when  contrac- 
tors excavating  the  Catsklll  Water  Aqueduct  were  per- 
mitted to  dump  two  million  cubic  yards  ol  stone  along 
ih©  shoreline  with  the  Intention  ot  constructing  addl- 
llonal  railroad  trackage  and  other  racllltles.  Once 
again,  residents  ol  Riverside  Drive  and  nearby  areas 
banded  together  to  protest  the  proposed  increase  In 
railroad  capacity  and  the  unabated  commercial  devel- 
opment of  the  waterfront  which  had  continued  In  spile 
ot  the  1894  legislation 

For  many  years  the  Railroad,  local  communities  and 
the  City  struggled  with  Ihe  complicated  problem  ol 
getting  the  railroad  line  outot  ihe  way  and  out  ol  sight, 
paying  the  bill  lor  doing  so,  and  sllll  retaining  a  railroad 
which  was  the  only  all-rail  Irelght  route  onto  Manhattan 
Island  By  1929  feasible  plans  lor  accommodnling  park 
expansion  and  residential  interests  on  the  one  hand, 
and  Ihe  rail  Irelght  line  on  the  other  wore  combined  In 
the  West  Side  Improvemeni  Program  For  the  first  time 
a  coordmated  planning  effort  had  been  made  to  solve 
the  environmental  and  transportntlon  problems  of  both 
Clinlon  and  the  Upper  West  Side  simultaneously. 

^»f  VOik  Timot  Pno'o 
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Riverside  Path  in  ttie  eady  I900's 
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While  aliemptmg  lo  be  responsive  lo  the  longstanding 
needs  lor  eliminahng  slreel  congestion  and  expanding 
Riverside  Park,  the  thrust  of  these  coofdinaied  plans 
was  to  accommodale  also  a  completely  new  Iranspor- 
lalion  facllily  along  the  riverlronl  —  Ihe  elevated  Miller 
Highway  and  Ihe  Henry  Hudson  Parkway.  This  oppor- 
tunily  to  solve  exisling  problems  and  at  the  same  time 
provide  lor  lulure  transporlalion  needs  was  rarely  rec- 
ognized so  early  in  ihe  auto  age  The  new  highway  was 
designed  as  an  elevated  facility  up  Twelfth  Avenue 
adjacent  to  Clinlon,  thus  providing  for  through  auto- 
mobile trallic  without  inlerrupling  access  between  the 
bustling  waterlront  and  upland  manufaclunng  and 
warehousing  activities.  North  ot  59th  Slreel  the  high- 
way would  continue  elevaled  over  Ihe  60lh  Street  Rail- 
road Yards,  and  Ihen  transform  inio  a  parkway  located 
on  lop  ol  the  covered  railroad  right-of-way  through  an 
extended  Riverside  Park 

Conslruclion  was  scarcely  underway  when  the  Depres- 
sion hailed  large  parts  ol  the  project,  and  it  was  not 
until  ^93A  lhat  these  ellorls  were  renewed  and  Imally 
completed  While  the  railroad  relocations  and  elevated 
highway  construclion  proceeded  as  previously  planned 
in  Clinlon,  ma|Or  changes  were  suggested  m  Ihe  im- 
provement plans  lor  Riverside  Park,  A  roadway  built 
on  lop  of  Ihe  railroad  tracks  was  perceived  as  dividing 
Ihe  entire  park  into  two  parts  Consequently  portions 
ol  Ihe  proposed  parkway  were  relocated  near  Ihe 
shoreline.  The  original  proposal  lor  Ihe  parkway  did 
not  enlend  north  of  t29lh  Street.  As  a  result,  il  was  sug- 


gested (hat  new  park  land  could  be  buili  in  ihe  area 
west  ol  the  railroad  tracks  on  till  in  conjunction  with 
parkway  construction  This  latter  action  would  ellec- 
lively  expand  Riverside  and  Fori  Washington  Parks 
north  of  1Z9lh  Street  The  fill  material  lor  the  park 
expansion  was  lo  come  Irom  excavation  for  the  Eighth 
Avenue  subway. 

Alter  some  community  apprehension,  a  revised  plan 
was  adopted  whicli  provided  for  park  expansion,  a 
roadway  (or  pleasure  vehicle  traffic"  (rom  72nd  Slreel 
norlh  to  Ihe  city  line,  and  a  landscaped  rool  over  ihe 
railroad  tracks 

By  1938  the  work  on  both  Ihe  elevated  highway  south 
of  72nd  Street  and  Ihe  parkway  extension  to  Ihe  north 
was  completed  This  projeci  encouraged  the  expan- 
sion ol  maritime  activilies  in  West  fvlidtown,  improved 
Ihe  operaiional  aspects  ol  the  West  Side  Ireight  rail- 
road, and  resulted  in  132  acres  o(  new  park  land  and 
park  lacililies  along  the  entire  Upper  West  Side  II  is 
unlikely  lhat  any  of  these  improvements  could  have 
been  accomplished  without  the  successful  inlegralion 
of  all  vital  interests,  appropriate  lunding  mechanisms, 
and  the  physical  facilities  ihemselves  Thus  the  im- 
provement in  transportation  was  directly  accountable 
lor  signilicanl  expansion  and  improvement  ol  park 
lands  and  facilities  and  the  covering  ol  ihe  railroad 
tracks  lo  improve  the  environmental  and  aesthetic 
characteristics  of  Riverside  Park 


Tho  Improvements  m  Ihe  Clinlon  area  required  Ihe 
Railroad  lo  give  up  ils  perpetual  right  to  street  opera- 


tions on  Elevenlh  and  Twelfth  Avenues  and  remove  its 
track  to  a  private  right-ol-way  cul  through  rock  parallel 
lo  Tenth  Avenue  North  ol  60th  Street  the  improvement 
program  as  originally  presented,  consisted  o(  four  ele- 
ments, 1)  the  removal  of  unsightly  commercial  uses 
from  Ihe  waterlront,  2)  the  conslruclion  of  a  promenade 
filonga  new  seawall  liom  72nd  to  129th  Street,  3)  the 
construction  o(  a  rool  and  a  roadway  over  ihe  railroad 
tracks,  and  -1)  the  landscaping  ol  the  newly  created 
park  land  between  the  seawall  and  the  covered  rail- 
road tracks. 


bui  luti  many  rt,ileiIioril  aieai  sun  inaccessiCiie, 
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Communily  Profile: 


Atier  the  complelion  ol  the  Miller  Highway  and  the 
Henry  Hudson  Parkway  in  Ihe  1930's,  the  West  Side 
notlh  ot  <12nd  Street  experienced  a  period  of  physical 
decline  marked  by  major  shifts  in  the  composilion  and 
location  ol  Ihe  residential  population  By  1940  Ihe  lurn 
ol  Ihe  cenluiy  grandeur  o(  the  West  Side  had  been 
oweishadowed  by  an  aging  housing  slock,  compeiilion 
Ifom  other  residential  areas o(  Ihe  city,  and  Ihe  linan- 
cial  conslramis  of  the  Depression.  Following  prece- 
dents from  an  earlier  era  of  the  City's  hisiory.  Ihe  West 
Side  began  to  absorb  immigrants  from  war-lorn  Europe 
as  well  as  Puerto  Ricans,  Blacks  and  other  minority 
groups.  In  the  early  1950's  physical  obsolescences  had 
reached  the  point  in  some  areas,  where  massive  clear- 
ance was  thought  by  some  to  be  the  only  solution  for 
stemming  decline  and  reversing  Ihe  trend  toward  in- 
creasing deterioration 

However,  in  more  recent  limes,  three  imporlanl 
changes  are  occurring  which  have  helped  lo  redirect 
such  negative  trends,  the  strategic  placemen!  o(  sub- 
sidized housing  lirsi  through  Ihe  Wesl  Side  Urban 
Renewal  Profect  and  then  later  by  other  mechanisms, 
renovation  of  Ihe  existing  housing  stock  by  Ihe  private 
sector,  and  an  influx  ol  more  affluent  residents  to  fill 
the  positions  being  created  by  the  City  's  expanding 
white  collar  businesses 

These  changes  are  occurring  gradually,  and  with  dif- 
lerent  iniensities  throughoul  the  Wesl  Side  While  con- 
ditions continue  lo  coalesce  for  a  commercial  and  res- 
idential revival,  existing  communities  have  begun  to 
examine  their  resources  and  needs  with  an  eye  to- 
wards preservation  as  well  as  new  construction  The 
potential  lor  improving  existing  IranspOf  lation  and 
recreational  facililies  is  an  important  part  of  this  exam- 
ination, and  a  critical  factor  in  Ihe  long  lerm  viability  ol 
both  Ihe  Wesl  Side  and  Ihe  City 


Wesl  tVlldlown 

In  the  West  Midtown  area  between  Ihe  Lincoln  Tunnel 
and  59th  Sireet.  the  community  of  Clmlon  has  under- 
gone significant  change  over  the  past  60  years  The 
dramatic  rise  of  the  tt^idlown  business  district,  the 
construction  ol  majOr  transportation  facilities  in  the 
area,  and  the  decline  of  waterfront  commerce  have 
gradually  focused  attention  on  Clinton  as  a  potential 
locaiion  for  offices  and  middle  and  high  income  resi- 
dences While  the  old  core  community  centered  be- 
tween Eighth  and  Elevenlh  Avenues  experienced  de- 
clines in  both  population  and  dwelling  units  during  the 
1960-1970  period,  new  construction  in  adjacent  areas 
such  as  Lincoln  Center  continue  lo  flourish  In  addition 
10  real  estate  speculation,  demolitions,  and  the  prolif- 
eration of  parking  lots  in  Clinton, traffic  congestion  and 
negative  air  and  noise  conditions  impede  Ihe  environ- 
mental quality  ol  the  area,  |usi  as  the  street  railroad 
did  100  years  earlier  New  waterfront  developments 
such  as  the  Convenlion  Center  and  the  Consolidated 
Passenger  Ship  Terminal,  while  lurthenng  the  commer- 


TheSu(i.  .  under  consuucilon 


The  elevated  Wesl  Side  Highway  opposite  Lincoln  Tovert 


Lincijlii  Cvnlui 


cial  objectives  of  Ihe  City,  have  raised  serious  ques- 
tions from  local  residents,  eapecially  with  regard  to 
traffic  and  new  development.  Recantly  the  community 
has  taken  steps  lo  counter  what  II  perceives  as 
destructive  outside  influences  by  proposing  Its  own 
plan  for  the  area,  securing  o  special  zoning  district, 
and  encouraging  devolopmeni  of  the  Clinton  Urban 
Renewal  Area  In  sum,  ihe  West  Midtown  area  Is  under- 
going fundamental  changes  in  ils  physical  character, 
population,  and  function,  which  are  likely  to  be  deter- 
mined by  prevailing  trends  and  conditions,  rather  than 
by  a  new  Wesl  Side  Highway  lacllity. 

To  the  nor  111  of  Clinton  between  59lh  and  72nd  Streels, 
adjacent  lo  the  60th  Sireet  Railroad  yards,  public  hous- 
ing made  its  lirsi  appearance  on  the  West  Side  with 
Amsterdam  Houses  in  1948.  This  effort  to  eliminate  one 
of  Ihe  earliest  slums  In  the  area  was  soon  followed  by 
several  urban  renewal  projects,  which  stabilized 
neighboring  Inslllulional  uses  such  as  Fordham  Uni- 
versity, and  paved  the  way  for  thousands  of  middle 
Income  residents.  Since  the  development  of  the 
Lincoln  Center  complex,  the  transition  from  a  poverty 
area  lo  a  predominanily  white,  middle  and  upper 
income  highrise  apartment  district  has  almost  boon 
completed  New  residential  buildings  continue  lo  be 
built  in  the  area  and  pressures  are  Increasing  lo  extend 
residential  and  recreational  development  over  Ihe  60lh 
Street  yards  utilizing  air  rights. 
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Outboard  Allernaliv* 


Program  Package  Components 


Tr  -  consistft  ot  Ihree  ma|or 

Uii'  ,  a  six-tanc  interstate 

highway,  a  new  Iransitway.  and  a  reconstructed  West 
Street-Twelfth  Avenue  Both  the  highway  and  the 
Iransilway  would  be  located  m  new  landfill  near  the 
pierhead  line  for  a  large  part  o>  their  length  between 
the  Brooklyn-Battery  Tunnel  and  West  43rd  Street 
An  exception  would  occur  in  Lower  Manhattan 
adtaccnl  to  Battery  Park  City,  where  the 
transportation  facilities  would  be  located  largely  in 
the  existing  West  Street-Marginal  Street  right-of-way 

The  Outboard  alternative  assumes  a  significant 
transformation  of  the  Hudson  River  waterfront  The 
existing  West  Side  Highway  would  be  torn  down. 
Likewise,  all  of  the  existing  waterfront  facilities  south 
of  37th  Street,  including  Pier  40,  the  Morton  Street 
Pier,  the  Gansevoort  Ocstruclor  complex  and  the 
Chelsea  Piers  would  also  be  demolished  In  place  of 
(he  existing  mixture  of  waterfront  facilities,  there 
would  be  243  acres  of  new  landfill  from  Battery  Park 
Cily  to  west  42nd  Street  This  newly  created  land 
would  accommodate  the  proposed  highway  and 
transitway  m  a  depressed,  covered  and  ventilated 
section,  and  would  provide  for  a  continuous  belt  of 
public  open  space  over  the  highway  and  along  the 
edge  of  Ihe  Hudson  River  In  addition,  the  new  landfill 
between  the  highway  and  the  bulkhead  line  could  be 
made  available  for  olher  uses  including  housing,  as  a 
direct  consequence  of  Ihe  transportation  pro|ect. 

In  summary,  the  Outboard  atlernalive  would  consist  of 
highway  and  transitway  facilities  similar  in  service 
and  operations  to  the  proposed  Inboard  facilities, 
with  Ihe  transitway  illustrated  here  as  an  express  bus 
system.  However,  the  Outboard  alternative  would  be 
the  catalyst  for  major  physical  changes  on  the  West 
Side  and  would  provide  the  opportunity  for  systematic 
and  controlled  redevelopment  of  the  Study  Corridor. 


The  primary  components  of  the  OultX)ard  alternative 
program  package  are  briefly  described  below,  and 
then  explained  m  detail  as  they  apply  to  each  of  Ihe 
four  West  Side  communities 

■  The  interstate  highway  would  be  a  six-lane  limited 
access  facility  and  would  be  depressed,  covered  and 
ventilated  in  newly-created  land  near  the  pierhead 
line  for  most  of  its  length  In  Lower  Manhattan, 
however,  the  facility  would  be  depressed  and  partially 
covered  at  a  location  similar  to  the  Inboard  plan 

■  The  transitway  would  be  a  depressed  and  covered 
facility  throughout  the  length  of  the  corridor,  located 
adjacent  to  the  new  highway  The  transitway  could 
accommodate  either  bus  or  rail  systems,  and  could 
be  converted  from  an  express  bus  system  to  rail  An 
express  bus  syslem  was  initially  proposed  for  this 
alternative  operating  from  the  World  Trade  Center 
lo  West  23rd  Street,  and  then  following  either  an 
Eleventh  Avenue  or  Twelfth  Avenue  alignment 
northward  to  the  George  Washington  Bridge,  as 
described  in  Ihe  Inboard  alternative. 

■  West  Street-Twelfth  Avenue  would  be  reconstiucled 
in  its  present  right-of-way  as  a  service  road,  providing 
for  three  lanes  of  traffic  in  each  direction.  It  would  be 
a  continuous  at-grade  street  designed  to 
accommodate  local  traffic  and  to  provide  parking 
and  storage  areas  where  feasible 

■  Full  directional  interchanges  are  proposed  at  the 
Brooklyn-Battery.  Holland,  and  Lincoln  Tunnels,  and 
connections  would  also  be  provided  with  the  Battery 
Park  Underpass.  West  14th  Street  and  back  to  the 
existing  West  Side  Highway  at  West  43rd  Street 

■  It  is  estimated  that  243  acres  of  new  land  would  be 
created  by  the  Outboard  alternative,  only  40  of  which 
would  be  utilized  by  transportation  facilities  About 
75  acres  could  be  developed  for  recreation  and  open 
space  along  the  edge  of  the  River  as  part  of  the 
construction  cost  and  activities  of  the  Project,  and 

1 26  acres  would  be  available  for  olher  types  of 
development 
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West  Side  Htghway  Projecl  Outboard  AMernalive 

Exltllng  Highway  Faclllllet 
Proposed  Highway  Facilities 
Proposed  Trjnsllway  (Covered) 
Proposed  Trar>sllway  (Uncovered) 
Eiisling  Public  Park  Lands 
Proposed  Public  Park  Lands 
Protect  Study  Corridor 


Lower  Manhallan 

In  Lower  Manhallan,  both  (he  highway  and  the 
Iransitway  would  be  underground  and  would  loMow 
the  existing  West  Slreet-Margmal  Street  nghl-of-way 
belween  Brooklyn-Batlery  Tunnel  and  North  Moore 
Street.  The  highway  would  also  have  underground 
connections  to  the  Battery  Park  Underpass  The 
transitway  would  starl  Irom  an  underground  station 
located  west  o(  the  southbound  roadway,  adjacent  to 
Battery  Park  Cily  and  the  World  Trade  Center.  Both 
highway  and  transit  facilities  would  be  covered, 
except  lor  the  northbound  lanes  of  Ihe  highway, 
which  would  remain  open  in  order  to  facilitate  ramp 
access  and  ventilalion. 

In  order  to  provide  lor  local  traffic  and  pedestrian 
circulation,  a  network  of  surface  sireels,  bridges,  and 
elevated  pedestrian  walkways  are  planned.  These 
facilities  would  include  a  reconstructed  West  Street, 
providing  three  lanes  of  traffic  in  each  direction. 
Between  the  highway  and  the  local  street  network, 
access  ramps  are  proposed  at  Batlery  Place,  the 
intersection  ol  Trimly  and  Greenwich  Streets,  and  at 
Rector  and  Barclay  Streets  At  North  Moore  Street, 
the  highw.^y  would  enter  an  open  and  depressed 
section  and  would  start  to  rise  and  swing  out  toward 
Ihe  pierhead  fine  in  Ihe  new  landfill.  The  transitway 
would  drop  down  and  pass  under  the  highway  lanes 
at  approximately  Vestry  Street  and  contmue  north 
parallel  to  the  highway,  but  now  on  its  eastern  side. 

The  Holland  Tunnel  interchange  would  be  a  major 
facility  in  this  area.  Two  alternative  designs  are  under 
consideration  for  this  interchange.  One  alternative 
would  utilize  two  separate  corndors  lo  accommodate 
elevated  ramps  lo  and  from  Ihe  tunnel  portals,  The 
other  would  place  all  ramps  in  one  corridor  above 
Canal  and  Hudson  Streets  Approximately  47  acres 
of  new  land  would  be  created  in  the  interchange  area 
to  accommodate  transportation  facilities,  as  well  as 
a  proposed  ventilation  building  at  North  Moore  SIreet 
and  a  proposed  Cily  Sanitation  Department  facility 
at  Canal  Street.  The  Sanitation  Department  facility 
would  comprise  a  relocaled  Marine  Transfer  facility 
and  space  lor  other  uses,  including  Ihe  parking  of 
buses  if  an  express  bus  transit  alternative  is  selected. 
An  additional  13  acres  would  be  available  for  open 
space  along  the  River  between  Battery  Park  City  and 
Canal  Street. 


Greenwich  Village 

Along  the  Greenwich  Village  waterlronl  belween 
Canal  SIreet  and  14lh  Street,  the  highway  and 
transitway  would  become  depressed  and  covered  in 
new  landlill  near  Ihe  pierhead  line  Access  ramps 
between  the  highway  and  West  Street  would  be 
provided  at  Canal  Street  Within  this  area,  the  section 
of  Ihe  facility  from  Houston  lo  14th  Streets  would  be 
totally  covered,  and  ventilation  buildings  for  it  would 
be  located  at  each  end  This  alignment  and 
configuration  would  provide  37  acres  of  conlinuous 
public  open  space  along  Ihe  Village  waterfroni, 
permit  unhindered  pedestrian  access  lo  the  edge  of 
the  water,  and  would  make  possible  a  wide  range  of 
activities  and  development  opportunities  on  54  acres 
of  newly-created  land  between  the  highway  and  the 
existing  bulkhead  line 

Within  Ihe  nght-ol-way  of  West  Street-Marginal 
Street,  the  existing  highway  would  be  demolished  and 
West  SIreet  would  be  reconstructed  to  provide  a 
service  road  with  three  lanes  of  traffic  in  each 
direction,  separated  by  a  median.  This  street  would 
connect  with  existing  cross-town  streets,  and  a 
50-foot  buffer  strip  would  be  provided  between  it 
and  the  existing  building  line. 

In  order  to  help  alleviate  the  heavy  truck  congestion 
around  the  Gansevoorl-14th  Streel  Meat  Market,  Ihe 
existing  alignment  of  West  Street-Twellth  Avenue 
would  be  moved  lo  the  west,  eliminating  the  light 
curve  and  providing  additional  truck  parking  and 
loading  areas.  Wilhin  Ihe  Meat  Market,  Ihe  existing 
14th  Streel  would  be  widened  lo  provide  space  for 
market  truck  loading  and  parking  space.  New  streel 
lanes  would  be  created  by  acquiring  and  demolishing 
the  buildings  along  the  north  side  of  14ih  SIreet 
between  West  Streel  and  Nmlh  Avenue,  The  affected 
businesses  could  be  relocated  within  Ihe  existing 
market  area  The  new  14lh  Street  traffic  lanes  would 
be  extended  west  at  grade  into  Ihe  landfill  area  to 
a  location  near  the  highway-transit  tacilities.  close 
lo  the  pierhead  line. 

Direct  access  ramps  would  be  provided  between  ihe 
highway  and  the  new  1 4th  Street  and  West  Street 
Ramps  Irom  the  Iransitway  for  an  express  bus  system 
would  be  integrated  wiih  ihe  highway  structure  in 
order  to  provide  access  to  I4lh  Street  and  cross-town 
distribution  routes.  Related  facilities  al  14th  SIreet 
would  include  ventilation  buildings  servicing  covered 
sections  lo  both  the  north  and  south  of  Ihe  area, 
and  possible  relocation  sites  for  police  and  fireboat 
lacililies  which  would  be  displaced  from  their  existing 
location  at  the  Gansevoorl  Pier. 


Chalaea  andCllnion 

From  14th  to  27th  Slieeis,  in  Ihe  area  ol  the  Chelsea 
waterlronl.  Iho  highway  would  continue  in  a 
depressed,  covered  and  ventilated  section  near  Ihe 
pierhead  line  Similar  opportunilles  lor  open  space 
along  Ihe  River  and  offshore  development  would  be 
possible  along  ihe  Chelsea  waterfront.  In  this  aroo. 
22  acres  would  be  provided  lor  a  continuous  park 
along  the  River,  and  25  acres  would  be  available  lor 
other  lypes  ol  devolopmont.  The  reconalruclion  of 
West  Streel-Twellth  Avenue  would  also  proceed  In 
the  same  manner  adjacenl  to  the  Cholsaa  Triangle 
as  in  the  West  Village. 

At  23rd  SIreet,  the  transitway  would  ollhor  swing  oast 
and  continue  north  under  Eleventh  Avenue,  or  romain 
in  the  highway  alignment  to  42nd  Street  and  ihon 
continue  under  Twollth  Avenue.  In  the  casool  an 
express  bus  system  using  the  Eleventh  Avenue 
opiion.  access  lo  and  from  the  transitway  would  bo 
provided  at  23rd  Street  and  near  41  si  Street  in  the 
viciniiy  of  the  Lincoln  Tunnel  plaza  and  the  Port 
Authority  Bus  Terminal.  Those  ramps  would  serve 
proposed  crosstown  distribution  routes. 

At  27lh  Street,  the  Outboard  highway  would  loavo  tho 
depressed  and  covered  section  and  rise  to  an 
elevated  configuration  to  provido  lor  connections  to 
Ihe  Lincoln  Tunnel.  Two  single  corridor  configurations 
are  under  consideration  for  this  connoctlon-ono  at 
30th  Street  and  Iho  other  at  35lh  SIreet,  Both  would 
provide  direct  connections  to  the  tunnel  portals  by 
way  of  elevated  ramps,  as  well  as  direct  connecliona 
to  the  local  street  network  by  way  ol  West  Street- 
Twelfth  Avenue  In  Ihe  interchange  area,  38  acres  ol 
new  land  would  be  created  and  provision  made  for 
conlinuous  public  access  to  the  edge  of  the  River, 
and  the  location  of  a  replacomenl  Marine  Transfer 
Station  for  the  Cily  Sanitation  Deparlmont  North  of 
the  interchange  ramps,  the  highway  would  connoct 
inio  the  existing  West  Side  Highway  al  approximately 
42nd  Street- 


Hamlllon  Helghls  begins  at  140lh  Street  and  is  simdar 
In  chnracier  lo  Mantiaitanwille  except  thai  11  is  pre- 
dominantly a  Black  neighborhood  w'lh  a  growing 
Spanish-speaking  populalton  During  Ihe  past  15  years 
only  two  highrise  proiecis  have  been  bufll  In  Ihe  area 
Recenlly,  ihe  Clly  has  undeilaken  the  sludy  o(  MSth 
Slreel  (or  possible  commercial  and  residential  redevel- 
opmenl  leading  to  Ihe  future  Riverbank  Stale  Park.  At 
prosoni  the  walerlroni  park  from  I'ISlh  to  155lh  Street 
Is  used  exionstvely  by  residenis  who  own  cars,  but 
podosrnan  access  lo  the  (acillty  is  extremely  diKicull 


Alluuii  III  yM\U  ^11(101 


From  Trinity  Cemeleryat  155lh  Streel  to  the  George 
Washington  Bridge  at  l79lh  Street  marks  the  final 
section  ol  Ihe  Upper  West  Side  sludy  area.  Known  as 
Washington  Heights,  Ihe  location  o(  this  community 
between  Fori  Washington  and  High  Bridge  Park  has 
always  attracted  middle  Income  residents,  many  with 
Irish  and  Eastern  European  backgrounds  More  re- 
cently, population  characteristics  are  slowly  changing 
as  Black  and  Spanish-speaking  (amihes  take  up  resi- 
dence in  the  area  Columbia  Presbyterian  Hospital  and 
cooperative  middle  income  housing  developments  on 
Riverside  Drive  ollering  scenic  views  ol  the  Hudson 
have  helped  to  stabilize  housing  west  o(  Broadway 
Although  Fori  Washington  Park  extends  along  the  river 
south  ol  the  bridge,  access  (or  adjaceni  residents  is 
dilllcull  with  entry  points  at  155th  Streel  and  158lh 
Street  and  only  one  other  entry  polnl  immediately 
south  ol  the  George  Washington  Bridge  at  176lh  Street 
which  consisis  of  a  steep  path  winding  between  the 
existing  highway  and  bridge  access  ramps. 


lo  Foil  Woshlnoion  Park. 
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Transportation 


A  iransportation  neiwotk  in  alt  ils  familicaltons  is  both 
a  producl  and  a  relleclion  of  the  society  it  serves 
In  New  York  it  .s  a  result  of  the  needs  and  desires  of  a 
populalion  which  carries  on  a  very  complex  set  of 
activities  around  ihe  clock  every  day  o(  ihe  year 

In  turn  this  need  primarily  is  a  lunclion  ol  the  number 
ol  people  and  ihe  Ihmgs  they  do— work,  shop,  carry 
on  social  and  recreational  activities  and  consume  the 
goods  and  services  which  sustain  an  urban  society 

The  proposal  to  reconstruct  the  Miller  Highway  and 
Henry  Hudson  Parkway  from  Midtown  Manhattan  to 
the  George  Washington  Bridge  would  modtly  one  link 
in  a  complex  network  ol  iransportation  facilities  and 
services  li  would  provide  a  small  and  incremental 
change  in  the  regional  transportation  network  viewed 
as  a  whole  It  would  provide  a  sigmlicanl  change  in 
the  portion  of  the  Iransportation  system  which  serves 
Manhattan. 

The  West  Side  Highway,  particularly  the  Henry  Hudson 
Parkway,  earned  the  highest  volume  of  traflic  of  any 
street  or  highway  in  Manhattan  unlil  il  was  partially 
closed  in  January,  1974,  because  ol  its  dangerously 
deteriorated  condition 

Tlius,  this  proposal  for  discussion  is  designed  to 
bring  information  to  bear  on  the  question  ol  whether 
Ivlanhattan's  most  important  highway  should  be 
reconstructed  or  repaired  and  maintained. 

In  order  lo  consider  these  options,  it  is  necessary  to 
understand  Ihe  role  ol  the  Henry  Hudson  Parkway 
as  a  part  ol  the  transportation  network  And  it  is 
equally  important  to  understand  Ihe  relationship  of 
Ihe  Upper  West  Side  to  the  entire  region  ol  which  it 
IS  a  part. 

The  portion  of  Manhattan  north  ol  60th  Street 
historically  has  been  a  primary  residential  area  lor  Ihe 
concentration  of  business  and  employment  in  Ihe 
Central  Business  District  which  extends  from  Central 
Park  to  the  Battery  It  is  the  biggest  employment  center 
in  Ihe  United  States  with  more  than  2  l  million  jobs 
in  an  area  of  nine  square  miles  Upper  Manhallan 
continues  this  historic  role  as  a  residential  area,  but 
in  both  absolute  and  relative  terms  >l  is  becoming 
less  important  as  the  home  (or  CBO  workers. 


Manhattan's  resident  population  decreased  by  13  4 
percent  between  1950  and  1960  and  dropped  another 
9  4  percent  between  I960  and  1970  Most  of  the 
decrease  in  resident  population  occurred  in  Upper 
Manhattan  This  occurred  while  Ihe  New  York  region 
as  a  whole  gained  more  than  two  million  in  residential 
population  and  is  the  result  of  smaller  family  sizes 
per  dwelling  unit,  abandoned  housing  slock  and 
replacement  housing  at  lower  densities. 

Thus,  Manhattan  and  particularly  Upper  Manhattan 
has  played  a  declining  role  lor  more  than  20  years 
as  a  residential  area  for  the  region 

Population  projeclions  for  20  or  more  years  Into  Ihe 
future  strongly  indicate  that  this  downward  trend  will 
continue,  but  at  a  significantly  decreased  rate  In  fact, 
although  Manhattan's  population  has  continued  to 
decrease  since  World  War  II,  some  areas  of  the 
island  showed  a  marked  trend  toward  population 
stability  in  Ihe  decade  between  i960  and  1970. 


The  West  Side  Highway  Project,  as  a  part  of  Ils  study 
(or  the  area  between  ihe  Battery  and  Midtown, 
projected  a  total  Manhattan  populalion  of  belween 

I  4  and  1  5  million  In  1995,  This  compares  with  0  1970 
population  0(1 .539  mildon, 

II  IS  expected,  however,  that  (here  will  be  a  marked 
shift  In  the  island's  residential  populalion  patterns 
with  an  increase  in  population  in  the  area  south  o( 
60th  Street  and  with  a  continued  decllno  In  population 
north  ol  the  Central  Business  District  This  (orecast 
results  from  a  detailed  analysis  of  projections  by 

the  City  Planning  Commission,  the  TrI-State  Regional 
Planning  Commission,  the  Port  Authority  and  Ihe 
Regional  Plan  Association.  The  biggest  (actors  In 
this  projected  populalion  Increase  for  the  CBO  Is 
the  development  of  housing  in  urban  renewal  areas 
as  well  as  wholly  new  developments  such  as  Batlery 
Park  City  and  Manhattan  Landing  No  large  com- 
parable developments  are  In  the  planning  stage  (or 


IS 


Upper  Manhatlan,  Thus,  ihe  loss  of  old  residential 
unlls  IB  expecled  lo  occur  at  a  faster  rale  than  new 
housing  units  are  constructed  for  example,  (here  was 
a  net  decline  of  some  13,000  housing  unlls  in  Manhattan 
belween  1960  and  1970  despite  ihe  construction  of 
about  100.000  units  during  Ihe  decade  Manhattan  has 
Ihe  city's  oldest  housing  stock  with  about  Iwo-lhirds  of 
its  unlls  built  prior  lo  1939 

While  Manhattan's  resident  population  has  been 
decreasing  by  significant  amounts,  the  Central  Busi- 
ness District  continues  as  a  largely  stable  cenler  of 
Ihe  region's  economic  aclivlly. 

As  measured  in  employment,  Ivlanhalian  gained  in  Ihe 
decade  between  1960  and  1970  by  about  1,6  percent 
wilh  a  lolal  ol  more  than  2.5  million  )obs.  EmploymenI 
in  Manhattan  as  elsewhere  is  sub|ecl  to  cyclical  busi- 
ness aclivily  and  Ihe  currently  estimated  employmeni 
IS  about  100,000  )Obs  below  the  1970  level. 

The  approximate  stability  in  employmeni,  however, 
tends  lo  mask  a  slgnilicanl  change  in  types  of  employ- 
ment, In  Ihe  decade  between  1960  and  1970,  there  was 
a  loss  of  more  than  100,000  manufacluring  jobs,  which 
amounted  to  a  20  percent  decline  in  this  job  category, 
and  a  decline  of  nearly  13,000  wholesale  trade  )0bs 
or  about  live  percent  of  thai  employmeni  category. 
These  declines,  however,  were  more  than  offset  by 
increases  of  more  than  140,000  service  jobs  and  an 
increase  ol  nearly  77,000  In  the  employment  category 
of  (inance,  Insurance  and  real  estate 

These  employmeni  trends  are  expected  to  continue, 
but  with  a  slgnillcant  reduction  in  Ihe  decline  ol  manu- 
lacturlng  |Obs  and  a  moderate  but  steady  mcrease 
in  ollico  employmeni, 

The  imporlance  of  the  Central  Business  District, 
measured  in  another  way,  is  that  the  nine  square  miles 
of  Manhattan  below  60lh  Street  and  the  daily  activities 
ol  this  area  produce  71  percent  of  all  of  New  York 
City's  revenue  from  income  tax  and  4B  percent  of  its 
revenue  from  real  properly  taxes.  Thus,  the  continued 
viability  of  the  Central  Business  District  is  critical  to 
Ihe  Cily's  abilily  lo  coniinue  providing  the  facilities 
and  services  upon  which  ils  population  depends 


Regional  Population  Trends 


1970  Population 

1995  Projected  Population 

Counties  Growing  by  30%  or  More 

(1  men  ol  Oai  liBigM  equals  2.000,000  people] 

North 
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Someiset 


Moining  'ush  hoin 


The  pattern  of  population  And  employment  described 
above  are  two  of  the  most  Important  raclors  In  analyz- 
ing the  changes  which  have  occurred  In  past  years  lr> 
how  people  and  goods  travel  from  place  to  place 
Additlonallv  projecllona  for  ihe  future  20  or  more 
years  also  are  heavily  influencing  factors  in  how 
people  and  goods  will  Iravel  In  the  tuiure  Other 
critical  factors  Include  Income,  the  extent  of  vehicle 
ownership,  Ihe  level  of  inveslments  In  iransporlatlon 
facilities  and  services  and  a  potential  series  of  policy 
regulations  which  government  may  or  can  edopi  lo 
regulate  more  rigorously  how  and  under  what  condi- 
tions people  and  goods  are  transported 

The  dominant  factors,  however,  which  will  heavily 
influence  transporiatlon  between  Manhattan  and  Ihe 

rest  of  Ihe  Region  Is  lhal  resident  population  Is 
growing  In  the  outermost  suburbs  while  the  Central 
Business  Dislrlct  continues  to  be  an  attractive  center 
for  business,  shopping,  and  social  and  cultural 
activities. 

The  proposal  contained  In  this  report  for  a  reconstruc- 
llon  of  Ihe  Henry  Hudson  Parkway  and  the  construclion 
ol  a  iransitway  along  the  entire  West  Side  of  l^anhatlan 
represent  the  polentlal  for  important  links  In  lh« 
transportation  network 

Despite  the  fact  that  New  Yorkers  in  comparison  with 
residents  of  other  American  cilles  rely  overwhelmingly 
on  public  transll.  Ihey  are  similar  lo  their  counterparts 
in  e^/ery  other  section  of  ihe  nation  In  that  Ihey  have 
relied  more  heavily  on  the  automobile  in  recent  years, 
including  getting  to  and  from  work.  Although  on  a 
relative  basis  there  is  much  greater  reliance  on  the 
auto  for  )ourney-to-work  trips  In  Iho  suburbs.  City 
dwellers  also  increased  Iheir  usage  of  iho  auto. 

There  have  been  both  relative  and  absolute  increases 
In  auto  travel  and  decreases  In  public  transit  patronage 
during  the  past  decade,  particularly  In  Ihose  areas 
nol  well  served  by  transit.  Much  of  the  recent  suburban 
growth  has  been  between  the  radial  transit  corridors 
emanating  from  Manhattan,  and  circumlarenlial  transit 
service  connecting  these  newer  suburban  communi- 
ties with  Ihe  radial  transit  spokes  has  not  kepi  pace. 
Hence,  even  If  people  living  In  these  areas  want  to 
use  transit,  Ihey  have  to  make  part  of  their  trip  by 
automobile,  and  will  continue  to  do  so  for  some  time 
into  the  future. 
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While  rhe  CK/  realdent  can  choose  among  an  extensive 
array  of  public  subway,  bus  and  taxi  services,  the 
suburban  dweller  has  a  much  more  restricted  choice 
of  Iransporl  mode  Although  mass  transit  services  are 
available  In  iho  suburbs,  their  attractiveness  relative  to 
theaulomobllo  in  terms  of  time,  cost  and  convenience 
Is  not  suttlcleni  to  allraci  very  large  ridershlp. 

Several  other  taclors  have  had  a  strong  Impact  on  the 
number  of  dally  trips  made,  the  kinds  of  trips  made, 
and  the  mode  of  transportation  selected  by  Iravelers 
Median  household  Income  rose  In  each  sub-area  of 
the  region,  with  the  largest  Increase  occurring  in  the 
outer  suburbs.  Auto  ownership  and  multi-car  house- 
holds Increased,  primarily  In  the  suburbs,  where  Ihere 
were  an  additional  1  4  million  automobiles. 

Notwithstanding  the  heavier  reliance  on  motor 
vehicles,  t^anhattan  Is  the  center  for  all  public  liansil 
movements  In  the  New  York  metropolitan  area,  as  well 
as  the  focus  of  the  regional  economy  So  many  jobs 
In  so  compact  an  area  Is  possible  primarily  because 
or  the  large  public  transit  system  which  moves  people 
lo  and  from  their  (obs  In  the  CBD  every  day.  More 
than  half  of  all  subway  trips  each  day  originate  In 
(ulanhaltan,  and  nearly  a  quarter  of  them  both  begin 
and  end  in  f^^anhatlan.  Subway  service,  with  the 
exception  of  the  Port  Authority  Trans-Hudson  (PATH) 
line  to  New  Jersey,  is  limited  lo  the  five  boroughs  of 
New  York  City, 

fvlost  commuter  rail  service  Is  provided  to  people 
residing  north  of  Manhattan,  In  Westchester  County 
and  Connecticut,  and  east  of  Manhattan  on  Long 
Island,  with  only  limited  commuter  rail  service  west 
across  the  Hudson  to  New  Jersey,  The  regional  bus 
network  provides  three  types  of  service— commuter, 
express  end  local,  which  differ  In  pickup  and  discharge 
operations  In  Manhattan  Commuter  buses  carry 
passengers  from  sections  of  New  Jersey  and  New  York 
Slate  to  and  from  the  Port  Aulhorlly  Bus  Terminal  and 
the  George  Washington  Bridge  Bus  Station  Express 
bus  service  from  the  Bronx,  Queens,  Brooklyn  and 
Siaten  Island  carries  passengers  non-slop  to  desig- 
nated stops  on  Manhattan  streets  near  their  places  of 
work.  In  addition  to  local  buses.  Upper  West  Side 
avenues  such  as  Columbus  and  Amsterdam  are 
regularly  used  by  inler-cily  buses. 


Commuter  Rail  Network  In  Ihe  New  York  Region 
j  j        Existing  Lines 

j  j       Proposed  Lines 


Norlh 


Despite  Increased  auto  usage  during  the  past  decade, 
the  great  maiority  of  people  traveling  lo  Manhattan 
and  its  CBO  still  rely  on  mass  transit  In  1971,  79 
percent  of  all  daily  person  trips  to  Manhattan  were 
made  by  transit.  During  the  morning  rush  period 
65  percent  of  Ihe  people  arriving  in  Manhattan  came 
on  the  transit  system  More  than  40  percent  of  the 
people  arriving  in  Ihe  CBD  by  transit  came  from  north 
of  60th  Sireet,  as  did  almost  half  of  the  motor  vehicles. 

Although  there  was  some  shift  from  transit  to  auto 
by  CBD-bound  travelers,  Ihe  absolute  number  of  daily 
person  trips  lo  the  CBO  remained  nearly  equal  in  Ihe 
period  between  1963  and  1971  The  major  portion  of 
the  slight  drop  which  occurred  was  in  the  off-peak 
hours,  lufost  of  the  loss  in  transit  ridership  happened 
in  the  non-rush-hour  periods.  The  lower  off-peak 
period  usage  of  transit  is  substantiated  by  Ihe  fact 
that  nearly  60  percent  o(  all  daily  subway  passenger 
arrivals  in  1971  occurred  in  the  morning  Ihree-hour 
rush  period. 

The  decline  in  total  and  peak  period  CBD  subway 
passenger  arrivals  results  in  part  from  the  shifts  in  the 
work  force  and  population  m  Upper  Manhattan  How- 
ever, other  interrelated  factors  were  also  influential. 
Increased  personal  income,  relocation  ot  homes  and 
jobs,  and  greater  availability  of  automobiles  in  the 
Region  combined  to  reduce  subway  usage.  In  addition, 
fare  increases  and  the  deterioration  and  reduction  of 
service,  especially  in  the  non-rush  periods,  also 
contributed  to  this  drop  In  subway  patronage. 

Commuter  rail  lines,  however.  Increased  their 
patronage  between  1963  and  1971  if  the  demise  of 
the  trans-Hudson  rail  ferries  is  not  considered  This 
increase  m  commuter  rail  usage  reflects  the  residential 
movement  away  from  the  core  in  combination  with  an 
extensive  modernization  program  carried  out  by  the 
Ivletropolilan  Transportation  Authority  during  Ihe  past 
five  years, 

Bus  passenger  arrivals  in  Ihe  CBD  increased  during 
the  morning  peak  period,  but  off-peak  bus  arrivals  fell 
This  peak  period  increase  has  been  attributed  lo  the 
establishment  of  new  express  bus  routes  which 
provide  a  premium  service  tor  which  they  have  been 
able  lo  command  a  premium  price 


Express  Bus  Network  in  the  New  York  Region 
j    _    j       Existing  Lines 
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<r  lewer  people  came  to  the  CBD  by  transit  from 
■  o(  60lh  Street,  more  auto  and  laxi  riders  arrived 
'I  mis  direction  in  1971  thian  did  in  1963  There  was 
a  slighi  decrease  in  truck  arrivals  between  1963  and 
1971  Nearly  hail  ol  Ihe  vehicles  entering  the  CBD  on 
a  typical  weekday  in  1971  came  into  the  CBD  (rom 
north  ot  60lh  Street  Importantly,  only  about  25  percent 
ol  all  vehicular  arrivals  in  Ihe  CBD  were  in  Ihe  morning 
peak  period  which  emphasizes  thai  molor  vehicle 
ir.3vel  isspread  much  more  evenly  Ihroughout  Ihe 
24  hour  period  Autos  and  taxis  are  used  extensively 
during  Ihe  time  of  day  when  people  are  making 
shopping,  social,  recreational  and  enlertatnmenl  Irips. 

The  trends  of  the  past  are  only  a  starting  point  for  what 
will  occur  m  Ihe  future  Future  projections  lor  the 
growth  and  distribution  of  population  and  employment, 
increase  in  personal  income,  growlh  in  ownership  of 
automobiles,  costs  of  transportation  will  be  Ihe 
determining  factors 

The  demographic  forecasts  used  for  ihis  proposal 
are  the  same  as  Ihose  developed  for  the  West  Side 
Highway  Project  between  the  Battery  and  Midlown. 
They  are  discussed  in  detail  in  the  Draft  Environmental 
Impact  Slalemenl  (or  the  West  Side  Highway  Projecl 

The  critical  forecasts  are  lor  population,  employmeni, 
autos  available  lo  Manhattan  residents  and  constraints 
on  Ihe  use  ol  automobiles  by  reason  ol  mote  stringent 
regulahon  of  parkmg 

The  decline  in  population  in  Manhaltan  is  expected 
lo  moderate  in  the  20  years  lo  1995  with  an  actual 
increase  of  from  24,000  lo  100,000  m  the  area  south 
of  60lh  Stieei  This  is  due  principally  lo  the  several 
large  residential  pioiects  which  are  now  being  planned 
or  are  underway  Upper  Manhattan  is  expected  lo 
continue  its  decline  from  an  estimated  959,000  in  1972 
to  a  level  between  640,000  and  660,000  in  1995 

Emplovment  in  Manhattan,  however,  is  expected  lo 
conlinue  growing  slightly  with  increases  of  between 
1 10,000  and  221 ,000  jObs  by  1995  Although  these 
increases  seem  large,  they  represent  growth  of  Irom 
4  4  percent  lo  8  9  percent.  The  lower  end  ol  Ihe  growlh 
range  would  actually  mean  no  growth  because  it  would 
be  approximately  the  same  level  ol  employment  as 
experienced  in  1970  before  the  economic  downturn 
o(  the  past  two  or  three  years.  Employment,  like 
population.  IS  expected  lo  increase  m  the  CBD  with 
a  continued  decline  of  approximately  30,000  lObs  m 
Manhaltan  north  ol  60th  Slreet 

The  increase  in  median  income  plus  a  projected  park- 
ing  policy  which  will  give  high  priority  lo  residential 
population  IS  expected  lo  result  m  an  increase  m 
auto  ownership  and.  therefore,  autos  available  to 
Manhattan  residents 
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Persons  Entering  Ihe  Manhattan  CBD  Dally  by  Mode; 
1963. 1971 

The  projected  parkmg  policy  will  attempt  to  conlinue 
lo  provide  adequate  oil-street  parking  space  lor 
Manhaltan  residents  m  all  new  construction,  but  will 
severely  limit  commercial  space  used  largely  by 
commuters  and  person  Irips  to  Manhattan  lor  social, 
recreational,  shopping,  cultural  and  other  purposes. 

It  is  expected  that  the  number  ol  autos  available  lo 
Manhattan  residents  will  increase  Irom  159,000  to 
between  180,800  and  189,300  by  1995  Most  of  this 
increase  is  expected  lo  occur  m  the  area  south  of 
60th  Street  where  Ihe  predominant  new  residential 
construction  and  increased  population  is  lorecast. 

The  above  stated  factors  are  expected  to  result  In  an 
overall  increase  m  average  daily  person  trips  in 
Manhattan  Irom  3,503,000  m  1972  to  a  range  of 
3,676,000  to  3,836,000  in  1995— increases  of  about 
173,000  to  333,000  These  increases,  however,  are 
entirely  in  Ihe  CBD,  because  there  Is  a  forecasted 
decrease  in  Upper  Manhaltan  of  about  30,000  person 
trips  on  an  average  daily  basis  This  results  primarily 
(rom  the  reduced  population  and  employment  forecast 
for  Upper  Manhattan  in  ihe  next  20  years. 


Persona  Entering  Ihe  Manhattan  CBD  In  Iho  Olf  Posh 
as  a  Percentage  of  Dally  Totals  by  Mode,  1971 

The  vast  majority  ol  these  person  trips  in  Ihe  future, 
like  at  present,  will  be  by  public  iransportallon.  In  (acl. 
this  proposal,  like  the  West  Side  Highway  Project, 
anticipates  the  long  experienced  decline  In  public 
transportation  will  be  reversed  in  the  coming  years, 
partially  as  a  result  of  large  investments  In  new  and 
improved  mass  transit  facilities  and  services  and 
parllally  as  a  result  of  more  stringent  controls  on  the 
use  of  automobiles. 

Even  with  these  Improvements  however,  this  proposal 
forecasts  a  moderate  increase  in  the  use  of  auto- 
mobiles in  Manhattan  in  Future  years,  but  at  a  rale 
significantly  less  than  has  been  experienced  In  recent 
years  The  increase  over  the  next  20  yeara  Is  expected 
to  be  between  58,000  and  71,000  on  an  averaeo  dally 
basis  This  increase  is  on  a  present  day  bOBO  o(  more 
than  500,000  ol  the  3.5  million  average  dally  person 
Irlpa. 

Comparatively,  the  Increase  In  the  use  of  public  transit 
lo  the  CBD  Is  forecast  to  range  from  about  115,000  to 
about  250,000  on  an  average  dally  basis.  These 
increases  In  the  use  ot  public  transportation  are 
expected  during  the  peak  hours  for  journey  to  work 
trips,  similar  to  the  patterns  today  The  increased 
economic  activity  in  the  Central  Business  District  also 
is  expected  to  produce  more  taxt  and  truck  trips  to 
serve  the  bigger  employment  center 
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These  projecled  Increases  Into  and  within  the  CBD, 
however,  have  unusual  relal'onshlps  to  Manhalian 
north  or  60lh  Slreel  The  decreases  In  populallon  and 
omploymGnl  nor Ih  of  60lh  Street  will  generate  fewer 
person  and  goods  trips  to  and  within  Upper  Manhalian 
by  auto,  laxl,  truck  and  iransll  However,  because  a 
high  perconlage  o(  person  and  goods  Irlps  to  Ihe  CBD 
pass  through  Upper  Manhattan,  Ihe  higher  level  of 
economic  acllvity  in  Ihe  CBD  will  produce  off-selling 
Increases  In  volumes  of  all  kinds  of  tradic  as  well  as 
transit  The  increases  in  the  use  of  public  Iransporla- 
llon  aro  expected  during  Ihe  peak  hours  (or  journey 
to  work  trips,  similar  to  the  patterns  today.  The  forecast 
of  a  reversal  In  the  downward  trend  In  transit  usage 
and  a  fulure  growth  In  rldershlp  Is  dependent  in  part 
upon  the  completion  o(  the  several  iransit  improve- 
ment projects  now  underway  or  In  advanced  planning 
Those  include  completion  ol  the  Second  Avenue 
Subway,  direct  access  into  Penn  Station  by  New 
Jersey  commuter  rail  lines,  direct  access  of  the  Long 
Island  Railroad  into  an  easlside  Midtown  Terminal, 
completion  of  the  63rd  Street  tunnel  and  extension 
into  Queens,  extension  of  PATH  to  Plalnlleld.  N.J., 
and  other  Improvements  such  as  new,  high  perform- 
ance equipment.  The  analysis  also  includes  the 
potential  transit  improvements  which  are  a  part  of 
this  proposal;  a  transllway  utilizing  either  rail  or 
express  buses.  The  actual  estimates  ol  how  people 
will  travel  in  Ihe  fulure  are  based  upon  a  modal  split 
analysis  This  analysis  ulilizes  a  mathematical  formula 
in  which  travel  time  and  cost  are  the  most  signilicant 
factors  Therefore  these  transit  improvements  as  well 
as  the  highway  proposal  are  important  in  terms  not 
only  ol  Increased  transit  usage,  but  also  in  terms  ol 
the  forecast  o(  Manhattan  employment  because  both 
the  quantity  and  quality  ol  transportation  will  be  a 
signilicant  factor  in  business  decisions  on  whether  to 
slay  In  Manhattan  or  relocate  elsewhere. 

Estimates  of  goods  movement  by  truck  is  dependent 
almost  entirely  on  the  projected  level  of  business 
activity.  Manhattan  has  experienced  a  signilicant 
decline  In  recent  years  in  manutaclunng  and  whole- 
sale trade  which  has  resulted  in  reduced  trallic.  This 
has  been  offset,  in  part,  however,  by  an  increase  in 
office  employment  which  has  created  more  demand 
for  service  truck  trips  involving  maintenance  and 
repair,  the  delivery  ol  office  supplies  and  food  and 
Ihe  removal  ol  reluse 

A  protected  leveling  off  in  the  decline  ol  industrial 
and  manufacturing  activity  and  an  increase  in  service 
business  achvities  will  result  in  a  reversal  in  this 
decline  and  an  increased  level  ot  truck  travel  in  the 
future.  The  estimated  increase  lor  20  years  ranges 
(rem  2.5  percent  lo  10.4  percent, 


There  are.  of  course,  other  (actors  which  may  mlluence 
both  the  amount  o(  (uture  travel  and  the  way  people 
and  goods  travel.  One  such  factor  is  the  requirement 
that  the  City  improve  air  quality  to  meet  Federal 
standards  The  Air  Quality  Implementation  Plan 
approved  lor  the  City  contains  several  strategies  which 
would  reduce  the  use  of  motor  vehicles  for  the  next 
several  years  until  all  new  vehicles  manulaclured 
meel  the  Federal  standards  The  Plan,  however, 
explicitly  stales  that  the  "core  of  these  strategies  is 
the  replacement  ol  older  cars  with  1975  and  later 
models  which  are  required  by  Federal  law  to  have 
very  low  emission  rates.  "  Once  the  required  emission 
levels  are  reached,  the  plan  contains  no  specific  long 
range  strategies  which  would  conlrol  the  use  o( 
motor  vehicles 

The  movement  ol  heavy  trucks  over  the  Upper  West 
Side  avenues  and  streets  represents  a  signilicant 
portion  of  all  irallic  because  the  truck  arteries  are 
concentrated  on  the  lew  streets  available  lo  them 
between  the  parks. 


Coriyesiion  on  AmsieiOarn  Avenue 


The  vehicle  miles  traveled  by  heavy  trucks  (those  with 
six  or  more  wheels)  represents  9.5  percent  of  the 
trallic  (or  the  entire  portion  ol  Ivlanhattan  north  of  60th 
Street.  However,  the  amount  of  heavy  truck  travel  west 
o(  Central  Park  increases  to  13  l  percent  ol  the  total 
And  of  Ihe  total  iratfic  entering  the  Central  Business 
District  on  a  S-l-hour  basis  on  all  streets  between  Cen- 
tral Park  and  Riverside  Park.  20  percent  is  heavy  Iruck 
traflic. 

The  overwhelming  portion  of  heavy  truck  travel  is 
concentrated  on  just  lour  major  thoroughlares— 
Columbus,  Amsterdam,  Broadway  and  West  End 
Avenue  Of  the  total  24-hour  trallic  entering  Ihe  CBD 
on  Columbus  Avenue,  27.1  percent  is  heavy  truck 
traffic  The  same  percentage  applies  to  Amsterdam 
Avenue  for  northbound  traffic  leaving  the  CBD.  01 
total  trallic  volumes  on  Broadway.  15  6  percent  ot  the 
southbound  traffic  is  made  upol  heavy  Irucks.  and 
19.8  percent  of  the  northbound  tra((ic  West  End 
Avenue  trallic  is  made  up  of  15  5  percent  heavy  trucks 
in  southbound  movements,  and  16  8  percent  m  north- 
bound movements. 


A  more  direct  and  measurable  conlrol  on  the  use  of 
aulos  IS  the  amount  o(  parking  which  is  made  available 
as  a  matter  ol  City  policy.  The  City  Planning  Commis- 
sion during  1973  proposed  a  new  policy  which  would 
cut  in  hall  the  amount  ol  parking  which  could  be  built 
as  part  of  new  residential  construction  and  would 
allow  additional  commercial  space  only  on  a  case 
by  case  basis  in  which  it  would  be  necessary  to  show 
that  Ihe  parking  space  was  directly  related  lo  Ihe 
business  aciivities  in  a  new  building  and  would  not 
be  available  tor  commuter  parking  While  this  policy 
has  not  been  promulgated  at  the  time  this  is  written, 
the  City  and  State  Department  o(  Environmental 
Conservation  are  attempting  lo  work  out  detailed 
rules  and  regulations  belore  lormal  issuance  For  Ihe 
purposes  ol  travel  lorecasis  in  this  proposal,  it  was 
estimated  that  there  would  be  a  net  increase  ol  14,000 
parking  spaces  in  the  area  south  of  601h  Street,  more 
than  80  percent  ol  which  are  in  major  projects  already 
approved  or  in  advance  planning  The  reduction  in  the 
amount  ol  parking  space  which  could  be  built  m 
residential  buildings  was  assumed  to  apply  to  Ihe 
entire  island. 

The  severe  problem  of  energy  which  Ihe  nalion  and 
the  New  York  metropolitan  region  will  continue  to  lace 
into  the  fulure  is  a  (atcor  which  obviously  will  influence 
transportation,  but  its  dimensions  in  terms  of  this 
proposal  are  impossible  lo  lorecasi  precisely  The 
explicit  national  policy  at  the  lime  this  is  written  is 
that  Iree  market  conditions  will  prevail  and  that  no 
regulatory  controls  such  as  rationing  will  be  imposed. 
If  this  policy  IS  continued  into  Ihe  future,  the  net  ettecl 
upon  vehicular  travel  into  and  within  Manhattan  will 
be  minimal  Cost  ol  luel  rather  than  availability  will 
Ihen  be  the  determining  lector 

A  recent  study  completed  for  Ihe  Federal  Environ- 
mental Protection  Agency  and  Ihe  Council  on 
Environmental  Quality  indicated  lhat  a  one  percent 
increase  in  the  cost  of  gasoline  would  result  in  0.3 
percent  decrease  m  purchasing  This  relationship, 
or  price  elasticity,  is  higher  than  previous  research 
analysis  in  this  area  Earlier  research  indicated  a  one 
percent  increase  in  price  would  result  in  a  0  1  to  0.2 
percent  decrease  m  purchasing  However,  a  one 
percent  increase  in  personal  income  would  cause  a 
one  percent  increase  in  sale  ol  gasoline  Notwith- 
standing Ihe  recent  sharp  increases  in  gasoline 
price,  over  Ihe  long  term  the  price  of  gasoline  would 
have  to  increase  at  a  rate  three  times  Ihe  growth  in 
personal  income  just  to  keep  Ihe  sale  ol  gasoline  at 
Its  present  level.  The  increased  cost  o(  gasoline  also 
IS  being  offset  to  some  considerable  extern  through 
the  significant  Increase  in  the  purchase  of  smaller 
luel-elficieni  aulos  and  this  is  expected  to  conlinue. 


20 


Existing  Conditions 


The'  Wesi  Side  Highway  consUuclec)  m  the  1930  s  was 
not  designed  and  buill  to  accommodate  ihe  volume  ot 
(ratlic  which  has  utilized  this  facility  in  recent  years. 

More  than  35  years  of  age  and  wear  have  taken  their 
loll  wiih  significant  portions  of  the  West  Side  Highway 
closed  fo  ftaltic  for  an  indefinite  period  The  Henry 
Hudson  Parkway  is  shut  down  from  72nd  to  79th 
Streets  and  a  porlionol  the  Parkway  in  lhe96lh  Street 
Inteichange  area  has  been  modilied  wilh  lemporar^ 
conslruclion  in  order  thai  two  lanes  of  traffic  can  be 
mainiamed  in  each  direciion  because  o!  structural 
weaknesses  in  what  normally  would  be  the  Ihree-lane 
northbound  roadway  The  entire  section  of  the  Miller 
Highway  from  the  Batlery  lo  461h  Street  is  closed  tor  an 
indelinite  period  pending  a  siruclural  inspection  report, 
and  periodic  problems  occur  on  Ihe  section  Irom  46lh 
Sireel  to  72nd  Street  with  a  recent  lailure  ol  one  ol  ihe 
46fh  Slreel  Interchange  ramps  as  an  example 

The  Cily  Transportation  Administration  has  underway 
ai  the  time  this  is  written  a  detailed  held  inspeclion.  the 
I'-.  poi  \  for  which  will  make  recommendations  for 
f.-painng  the  entire  West  Side  Highway  south  ol  79th 
Streei,  The  first  priority  is  on  Iheseclion  Irom  72nd  lo 
79th  Streets  with  the  other  sections  to  be  inspected 
Over  3  10-monlh  period  in  1974 

□■^laiied  reconstruction  or  repair  plans  canhot  be 
developed  until  the  inspections  are  completed  A  con- 
seivaitve  estimate,  however,  is  that  it  will  cost  several 
millions  of  dollars  to  repair  the  Henry  Hudson  Parkway 
sutliciently  lo  reopen  it  lo  Irallic,  and  Ihe  necessary 
reconstruction  probably  will  lake  at  leasl  18  monlhs. 

In  recent  years  Ihe  City  has  been  experiencing  rapidly 
escalating  costs  ol  merely  repairing  and  keeping  the 
highway  open  to  Irafdc.  The  City  spent  SI  3  million  in 
1971  to  make  repairs  to  the  section  irom  56th  Street  to 
72nd  Street  An  additional  expenditure  of  aboul  SI. 5 
million  tor  repairs  was  being  made  m  the  area  im- 
mediately south  ol  14th  Street  when  a  section  of  high- 
way collapsed  m  December,  1973  An  additional  sec- 
tion in  the  vicinity  ol  145th  Street  is  under  design  (or 
major  repair  work  ai  a  cost  ol  nearly  S2  million.  None 
of  the  above  cited  major  repair  proiecls  include  any 
of  Ihe  seclions  which  are  now  under  detailed  inspec- 
tion because  ol  severe  structural  deterioration 

These  major  reconslruclion  and  repair  costs  may  be 
compared  with  an  eshmated  normal  annual  main- 
tenance cost  ot  375,000  lo  $100,000  according  to 
Transportalion  Administration  records. 
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The  fna)or  malfilenance  expense  problems  occur  in 
arefls  in  which  Ihe  highway  is  elevated.  North  of  42nd 
Sireol,  those  elevated  sections  are  located  between 
'12nd  and  79lh  Sireeis,  Ihe  northbound  lanes  beKv>  '-n 
94th  and  98lh  Sireels,  125th  and  135lh  Streets,  an  ! 
north  of  145lh  Street.  (The  sections  between  72nd  .anJ 
7gih  streets  and  between  94th  and  96th  Sireels  appear 
10  be  at  grade  In  actuality  they  sit  60  feel  above  ihe 
Ponn  Central  Railroad  viaduct  with  Ihe  park  land 
mounded  up  on  eilher  side.)  In  these  seclions,  ihe 
highway  was  constructed  on  a  sleel  siruclure  ower 
which  a  reinforced  concrele  deck  was  placed  as  a  road 
surface  Two  types  of  major  repairs  have  proven  lo  be 
(requenlty  needed  The  more  common  and  less  costly 
repair  deals  with  holes  caused  by  slab  failure  In  the 
roadway  deck  over  the  steel  structure.  These  holes, 
averaging  18  inches  in  diameter,  have  been  developing 
in  Ihe  deck  al  an  increasingly  rapid  rale  since  1970. 
Steel  plates  are  normally  placed  over  Ihe  holes  as  a 
temporary  repair  measure,  However,  when  there  are  a 
series  of  plales  over  a  short  stretch  of  roadway.  Ihe 
roadway  deck  must  be  completely  replaced  with  new 
precast  slab  unils. 

The  less  (requenl  bul  more  critical  type  of  repair  deals 
with  Ihe  supporting  sleel  structure.  An  asphalt  truck 
tailing  through  Ihe  northbound  lanes  of  the  highway  in 
the  vicinlly  of  GansevooflSlteet  on  December  15, 1973, 
triggered  an  emergency  City  and  Stale  inspection  of 
Ihe  highway  structure.  The  weight  of  the  truck  had 
caused  several  badly  deteriorated  sleel  beam  connec- 
tions lo  fail.  Findmg  similar  conditions  at  various  loca- 
tions in  Ihe  vicinity  ol  this  area  necessitated  the 
closing  of  the  highway  below  23rd  Street  Further  In- 
spection between  23rd  Street  and  46lh  Street  revealed 
areas  of  deterioration  similar  to  those  al  the  collapsed 
section,  and  the  City  was  forced  to  close  the  entire 
highway  from  Ihe  Battery  Tunnel  lo  46th  Street, 

Alter  inspections  south  ol  46th  Street  were  completed, 
a  decision  was  made  to  inspect  all  viaduct  sections  of 
the  West  Side  Highway  and  Henry  Hudson  Parkway  for 
structural  integrity. 

The  section  of  Ihe  highway  between  46lh  Streel  and 
72nd  Street  was  found  lo  be  less  deteriorated  because 
of  extensive  structural  repairs  m  1971  and  it  was  con- 
sidered safe.  Although  there  are  still  some  continuing 
poor  slab  conditions  between  54Ih  and  581h  Streets 
Ihe  supporting  sleel  structure  was  judged  sound 
enough  to  carry  traffic.  However,  in  the  elevaled  sec- 
lion  between  72nd  and  79ih  Streets,  initial  inspections 
revealed  serious  structural  defects  in  many  ol  the  sup- 
porting members  at  the  expansion  jomls.  Water  and 
salt  seeping  through  the  joints  onio  the  beams  and 
beam  connections  had  caused  deterioration  of  the 
sleel  to  such  an  extent  that  some  members  had  per- 
manenlly  deformed  If  traffic  were  permiled  to  continue 
using  this  section,  there  would  have  been  a  danger  of 
collapse.  This  section  of  the  Parkway  was  therefore 
closed  on  January  23, 1974, 


With  a  traffic  volume  in  excess  of  100.000  vehicles  per 
day.  this  section  is  one  of  the  most  critical  on  the  entire 
highway  When  the  detailed  inspection  is  completed, 
conslruction  plans  will  be  prepared  by  the  Cily  and  a 
contract  will  be  let  for  Ihe  necessary  work  The  lime 
required  for  Ihe  inspection  design  and  reconstruclion 
of  this  section  has  been  estimated  by  the  City  to  be 
at  least  18  months  Although  the  exact  cost  of  this 
reconstruction  will  not  be  known  until  the  completion 
of  Ihe  detailed  inspection,  estimates  have  been  made 
which  exceed  S10  million. 

Furlher  north,  continuing  inspections  by  City  forces 
have  revealed  another  severe  problem  area  In  the 
vicinity  ol  96lh  Street,  portions  ol  the  northbound  road- 
way and  interchange  ramps  rest  on  steel  structure  over 
Ihe  Penn  Central  railroad  In  this  area,  the  deteriora- 
tion of  the  structural  steel  was  lound  lo  be  severe 
enough  to  require  the  temporary  closing  of  the  north- 
bound roadway  and  some  access  ramps  al  95th  and 
96lh  Streels.  Northbound  traflic,  which  normally 
utilizes  three  lanes,  has  been  detoured  partly  lo  the 
southbound  lanes  and  a  temporarily  constructed  lane 
A  detailed  inspection  ol  the  structure  in  this  area  has 
been  compleled  by  the  City  and  conttaci  repair  plans 
are  bemg  prepared  Design  and  construction  is  antici- 
pated to  require  al  least  18  months  at  a  cost  to  the  City 
of  approximately  S3  million. 


Further  north  between  143fd  and  147th  Streets,  holes 
in  Ihe  concrele  roadway  deck  have  developed  lo  such 
an  extent  that  it  has  now  become  necessary  lo  replace 
it  completely.  This  work,  which  would  consisi  of  re- 
placing Ihe  roadway  deck  wilh  precast  concrete  slabs 
and  installing  new  drainage,  centermall  and  lighting  m 
this  area,  is  estimated  lo  cost  the  City  an  additional  S2 
million. 

The  closing  and  restrictions  lo  traffic  on  ivianhattan's 
busiest  highway  has  caused  iralhc  disruption  across 
Ihe  island. 

Between  72nd  and  79lh  Street  the  City  Traffic  Depart- 
ment, in  a  recently  compleled  analysis,  estimated 
approximately  70  percent  of  the  traffic  diverted  lo  West 
Side  local  streels  and  about  30  percent  to  Ihe  East 
River  Drive  The  exact  amounts  vary  considerably  from 
place  to  place  up  and  down  the  West  Side 

This  analysis  has  been  complicated  by  the  fact  that 
closing  of  seclions  of  Ihe  highway  occurred  at  the 
same  lime  as  the  gasoline  shortage  in  the  late  wmler 
and  early  spring  months  Trallic  patterns  were  some- 
what dilfereni  than  normal  during  Ihe  months  when  Ihe 
shortage  ol  gasoline  was  mosi  severe  Although  gaso- 
line once  again  became  more  readily  available  m  April, 
1974,  the  subslanlially  increased  price  also  may  have 
had  a  continuing  effect  on  what  kind  of  automotive 
trips  people  took. 


22 


Detenoradon  o(  ihe  highway  structure  in  the  v.ciniiy  ol  96th  Street 


Nothwilhslanding  the  overall  decrease  In  (ralllc  In 
Manhaltart  during  ihese  months,  there  was  an  absolute 
as  well  as  a  percentage  increase  on  certain  mnlor 
ihoroughfares  Riverside  Drive  between  72nd  and  79th 
Streets  serves  as  the  detour  tor  the  closed  section  ol 
the  Henry  Hudson  Parkway  and  as  a  result  was  the  one 
most  drastically  adected  by  the  closing  of  the  Henry 
Hudson  Parkway  For  example,  the  Increase  In  IraMIc 
southbound  on  Riverside  Drive  between  72nd  and  79th 
Streets  over  a  24-hour  period  was  450  percent  from 
5,800  vehicles  per  day,  to  26.100  vehicles  per  day.  The 
northbound  Increase,  although  severe,  was  not  as 
great  with  a  375  percent  Increase  Even  so,  in  this  aron 
more  than  hall  of  the  traffic  which  normolly  would  hove 
used  the  Henry  Hudson  Parkwoy  hos  boon  diverted  to 
the  East  River  Drive  ond  the  other  major  artorlnl  north 
of  96th  Street.  This  diverted  Iralllc  choso  altornoto 
routes  to  avoid  congestion  In  the  area  betwoon  72nd 
and  79th  Streets. 

Choosing  alternate  routes  occurred  both  within  Man- 
hattan and  on  routes  to  Manhattan  Irom  other  boroughs 
and  counties  east  of  the  Hudson  River  Closing  ot  Ihe 
highway  or  portions  ol  It  seemingly  had  Utile  ellect  on 
the  Hudson  River  crossings  at  the  Qeorge  Washington 
Bridge  and  the  Lincoln  and  Holland  Tunnels.  However. 
iraKIc  on  the  Henry  Hudson  Bridge  and  Brooklyn 
Batlery  Tunnel,  both  connecting  directly  to  the  West 
Side  Highway,  was  substantially  below  the  levels  ol  a 
year  earlier  Average  weekday  traffic  ot  tho  Brooklyn 
Battery  Tunnel  during  April,  1974  was  down  about  13 
percent  or  6,600  vehicles  below  Ihe  same  months  In 
1973  Al  Ihe  Henry  Hudson  Bridge,  trafllc  was  down 
about  21  percent  or  9.200  vehicles  per  day  Irom  tho 
year's  earlier  level  ol  44,400. 

Most  of  these  decreases,  however,  showed  up  on  the 
other  river  crossings  and  on  other  routes  within 
Manhattan. 

The  detouring  or  diversion  ol  Iralllc  to  the  West  Side 
thoroughfares  and  to  the  East  River  Drive  was  more 
severe  for  northbound  Iralllc  than  southbound  traffic, 
apparently  rellecting  the  (act  lhat  Ihe  northbound 
ramps  to  Ihe  Parkway  al  96lh  Street  remain  closed 
although  southbound  traffic  on  Ihe  Parkway  can  get  oil 
at  96th  Street. 

In  addition  to  Riverside  Drive  and  the  East  River  Drive, 
the  thoroughfares  which  show  both  an  absolute  and  a 
percentage  increase  are  West  End,  Columbus  and 
Amsterdam  Avenues  and  Central  Park  West  Traffic  on 
Broadway  has  been  largely  unaffected  by  Ihe  diversion 

It  also  Is  apparent  from  the  traffic  analysis  that  traffic 
on  the  Parkway  which  has  an  origin  or  destlnallon  In 
Midtown  (s  more  likely  to  divert  to  other  routes  to  avoid 
the  congeslion  between  72nd  and  79th  Streets  Traffic 
using  the  Parkway  which  has  an  origin  or  destination  In 
lower  portions  of  Manhattan  is  more  likely  to  take  the 
72nd  to  79th  Street  detour  on  Riverside  Drive  In  order 
to  use  the  West  Side  Highway  to  4eth  Street  and  then 
continue  on  12th  Avenue  and  West  Street  ■ 


The  Proposal 


The  Proposil 


The  alignmeni  described  here  lepresenls  a  proposal 
for  conslrucling  a  highway  and  ttansil  (acilily  along 
Ihe  weslern  edge  ol  Manhalian  (rom  AZnd  Street  to  the 
George  Washinglon  Bridge.  Allhough  many  alternalive 
designs  were  studied,  only  one  appears  to  meel  the 
spirit  and  intent  of  restrictive  stale  legislation  concern- 
ing Riverside  Park,  and  Ihe  varied  concerns  of  local 
communily  groups.  In  short,  Ihis  proposal  demon- 
strates a  new  highway-transit  facility  which  can  be 
designed  and  built  without  causing  undue  disruption 
to  park  related  activities  both  during  and  after  con- 
struction. In  overcoming  these  conslrainls.  the  pro- 
posed (acilily  also  would  eliminale  the  existing  Henry 
Hudson  Parkway  and  restore  ils  right-of-way  to  recrea- 
tional use.  This  plus  Ihe  construction  of  a  park  lacilily 
on  the  roof  ol  Ihe  covered  highway  would  result  in 
significant  park  expansion  and  would  permit  direct 
access  to  the  river  edge  along  mosi  ol  ihe  Upper  West 
Side, 


42nd  lo  72nd  Streets 

The  alignment  developed  for  Ihe  seclion  of  the  study 
corridor  from  42nd  lo  72nd  SIreel  took  into  considera- 
lion  major  walerfroni  tacilities  such  as  the  proposed 
Convention  Center  between  43rd  and  47th  SIreels.  Ihe 
new  Passenger  Ship  Terminal  under  construction  from 
47lh  to  52nd  SIreels.  and  the  Penn  Central  freight  yards 
(rom  59lh  to  72nd  Streets  An  important  factor  in  this 
section  was  the  degree  to  which  access  to  the  (acility 
and  the  provision  ol  a  service  road  would  induence 
iraflic  conditions  in  adjacent  areas,  especially  the 
residential  portions  of  CImton  In  addition,  ihis  section 
must  be  planned  lo  connect  with  the  various  alternates 
(or  the  West  Side  Highway  improvement  lo  the  south 
of  42nd  Slreet. 

Under  Ihe  proposed  alignmeni,  a  six-lane  elevated 
expressway  would  be  constructed  m  approximately  the 
same  nghl-ol-way  as  the  existing  highway.  Twelfth 
Avenue  would  be  constructed  under  or  adjacent  lo  the 
proposed  highway  and  new  interchanges  provided  at 
57lh  and  72nd  Streets 


The  proposal  has  been  developed  sufficiently  to  es- 
tablish construction  feasibility  and  probable  conse- 
quences tor  park  land,  traffic  and  the  local  environ- 
ment Attention  was  also  focused  on  implementation 
of  the  facility,  especially  the  degree  lo  which  aclivity 
during  construction  might  affect  traffic  mainienance 
and  park  land  Detailed  design  development  and  im- 
pact analysis,  which  is  required  by  law  prior  to  a  public 
hearing  and  before  any  approval  of  ihe  proiect.  would 
come  only  il  the  proposal  is  earned  forward  lo  the  next 
stage  o(  detailed  study,  analysis  and  design 

Basically,  the  highway  facility  would  consist  of  a  six- 
lane  roadway  which  could  carry  both  trucks  and  auto- 
mobiles, and  have  lull  shoulders  lor  accommodating 
disabled  vehicles.  It  would  be  elevated  adjacent  lo 
the  walerlront  in  Wesi  [Jidlown  and  then  enter  a  de- 
pressed, covered  and  ventilated  section  constructed 
in  landfill  adjacent  to  Riverside  Park  (rom  72nd  lo  125th 
Slreet.  From  this  point,  the  laci  lily  would  continue  north 
in  an  elevated  conliguration  connecting  with  the 
George  Washington  Bridge  and  Ihe  Cross-Bronx 
Expressway  A  mass  Iransil  (acilily  would  also  be  pro- 
vided as  a  separate  express  bus  or  rail  transitway.  This 
facility  would  operate  within  underulilized  portions  ol 
Penn  Cenlral  railroad  nghl-ol-way  and  the  existing 
railroad  tunnel  under  Riverside  Park.  North  of  I25th 
Street,  two  additional  busway  lanes  could  be  con- 
structed as  part  o(  Ihe  new  highway  facility. 


Access  to  the  highway  at  72nd  Street  would  consist  o( 
a  northbound  on-ramp  and  a  southbound  off-ramp, 
These  ramps  would  connect  direclly  to  Twelfth  Avenue 
(which  would  be  extended  through  the  60th  SIreel 
railroad  yards)  rather  than  to  existing  local  streets  An 
extended  Twelfth  Avenue  would  parallel  each  side  of 
Ihe  elevated  highway  providing  increased  access  to 
this  underdeveloped  waterfront  area  and  connect  to 
Ihe  proposed  full-direciional  interchange  at  57lh 
Street,  Twelfth  Avenue  lanes  would  then  come  together 
and  continue  south  under  ihe  elevated  highway  struc- 
ture. 

The  proposed  highway  and  reconstructed  Twelfth  Ave- 
nue (acililies  would  require  only  minor  modilicalions 
to  Ihe  Passegner  Ship  Terminal  ramps  now  under  con- 
slruclion  between  47th  and  52nd  SIreels  The  recon- 
structed highway  would  not  interfere  with  the  proposed 
overpass  structure  connecting  Ihe  mam  exhibit  area 
with  Ihe  balance  of  the  Convention  Center  construction 
east  of  Twel'th  Avenue  As  proposed  in  this  report. 
Ihe  elevated  highway  could  connect  lo  any  of  the 
allernalives  proposed  as  part  of  the  West  Side  Highway 
Project  soulh  ol  42nd  Street. 

To  const rucl  Ihe  new  elevated  highway,  a  temporary 
slruclure  is  required  for  northbound  traflic  on  the  east 
side  of  the  existing  viaduct  from  42nd  to  55th  SIreels 
Southbound  Iraffic  would  be  detoured  to  present  north- 
bound lanes,  permilling  Ihe  existing  southbound  struc- 
ture to  be  demolished,  the  new  six-lane  structure  could 
(hen  be  constructed  in  Ihe  space  available 

As  pari  of  the  proposal  in  this  section  of  the  corridor, 
a  public  Iransiiway  would  be  constructed  in  the  de- 
pressed Penn  Cenlral  nghl-of-way  along  Tenth  Avenue 
belween  Ihe  30th  Street  yards  and  Ihe  60th  Street 
yards.'  This  facility  could  accommodate  either  an 
express  bus  or  rail  transit  system  thai  would  continue 
norlh  under  Riverside  Park,  eventually  connecting  with 
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-hange  and  Growlh  ot  Rivefslde  Park 


Bonei  ihe  Geotge  Washinglon  Bridge  or  commuler 
lerminals  in  northern  Manhallan  Existing  fail  Ireighl 
Dpeiations  could  still  be  maintained  in  the  right-of-way 
in  addition  to  the  new  transilway  lacMiiy 

Tdestudy  investigaled  an  oulboard  alignment  through 
Midtown  as  well  as  the  inboard  alternative  H  the  high- 
way were  constructed  m  an  outboard  alignment  near 
Ihe  Pierhead  Line,  il  would  consist  ol  the  same  tacililies 
as  the  alignment  described  above  However,  an  out- 
board  alignment  was  not  studied  m  the  same  detail, 
and  would  require  additional  analysis  lo  establish  ils 
feasibility  Substantial  work  would  be  necessary  to 
Integrate  it  with  the  proposed  Convention  Center  and 
lew  Passenger  Ship  Terminal 


72nd  lo  n2th  Streets 

Because  ol  the  restrictive  stale  legislation  on  existing 
park  land,  this  section  through  Riverside  Park  Irom 
72nd  lo  112th  Street  is  ol  pivoial  importance  m  estab- 
lishing the  leasibility  ol  extending  the  West  Side  High- 
way to  the  George  Washington  Bridge  II  was  very  early 
concluded  thai,  to  conform  to  the  intent  ol  the  restric- 
tions regarding  encroachments  either  during  or  after 
construction,  the  new  highway  would  have  to  be  lo- 
cated predominantly  outside  the  present  park,  in  the 
space  between  the  present  shoreline  and  the  United 
Stales  Pierhead  Line  The  Pierhead  Line  is  Ihe  western 
limit  of  possible  construction  The  Pierhead  Line  is 
established  by  law  to  preserve  a  minimum  navigable 
river  channel  This  constraint  is  luriher  complicated 
because  at  several  points  along  the  shoreline,  ihere 


PropQMtfl 


is  only  about  100  leet,  and  at  some  points  as  liltio  as 
94  feet,  between  the  Pierhead  Line  and  the  present 
shoreline  This  is  less  than  the  space  necessary  for  a 
six-lane  divided  highway  with  marolnal  shoulders  (or 
disabled  vehicles 

The  resolution  of  this  problem  can  be  seen  In  the  typi- 
cal section  adopted  through  Riverside  Park  which 
places  the  six-lane  divided  highway  as  close  as  possi- 
ble to  the  Pierhead  Line,  and  below  the  level  of  the 
present  shore  Twoolher  proposals  in  that  location 
were  examined  and  discarded:  one  with  the  highway 
open  at  existing  grade  along  the  shoreline  and  anolhor 
with  the  highway  at  existing  grade  along  the  shoreline 
bul  covered  with  a  deck  for  new  park  development. 
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Conslrucllon  Slaging  and  Tialllc  Maintenance  through  Rive 


Double  decking  ol  roadways  was  also  considered. 
However,  none  of  ihese  alternative  configurations  were 
Judged  to  adequately  meet  the  inteni  of  legislallve 
restrictions. 

The  solution  presented  eliminates  aesthetic  defi- 
ciencies (ound  In  other  allernales  by  lowering  the  ex- 
press highway  to  an  elevation  about  1 7  (eet  below 
moan  high  water. 

The  depressed  covered  roadway  consists  o(  twm  con- 
crete tubes,  set  mlo  tho  riverbed  and  supported  on 
piles  The  enclosed  structure,  willi  ample  side  clear- 
ances and  higher  than  normal  vertical  clearance,  will 
give  the  motorist  more  the  sense  of  being  wilhin  a  nor- 
mal highway  space  covered  over  than  ihe  usual  sense 
of  condnemenl  experienced  in  tunnels  Environmen- 
tally, however,  il  must  be  treated  as  a  special  lype  of 
covered  section  thai  will  require  a  ventilation  system 

The  deck  ol  the  concrete  box  which  completely  en- 
closes the  new  highway  Irom  69th  to  124th  Streets, 
would  create  a  new  continuous  level  pedestrian  prom- 


rslde  Park 


enade  extending  uninterrupted  along  the  water's  edge 
lore  distance  ol  about  two  and  one-hall  miles  The  new 
promenade  would  be  at  about  Ihe  same  level  as  the 
existing  pedestrian  walk  along  the  river  and  would 
permit  direct  public  access  to  the  waler  The  prome- 
nade will  not  interfere  with  the  view  to  the  river  from 
any  portion  of  Ihe  park  lands  to  Ihe  east  New  park 
areas,  including  the  63  acres  over  ihe  new  highway 
struciureand  the  38  acres  created  by  removal  o(  the 
existing  highway,  would  be  integrated  with  existing 
park  facilities  and  developed  without  disruption  ol 
existing  park  lacililies. 

At  96lh  Street,  Ihe  existing  interchange  would  be  re- 
placed in  a  more  simplified  lorm  On  Ihe  river  side,  the 
ramps  to  and  from  the  depressed  southbound  express- 
way are  loimed  into  a  symmetrical  archway  raised 
above  the  promenade  level  and  centered  on  the  new 
oval  interchange  The  depressed  highway  and  ramp 
structure  do  nol  interrupt  ihe  continuity  of  the  pedes- 
trian promenade  along  the  river  edge.  Although  an  im- 
portant feature  ol  the  new  highway  is  its  capacity  to 
accommodate  commercial  vehicles,  trucks  would  nol 
be  permitted  access  to  or  from  the  highway  through 
the  96lh  Street  interchange 


The  public  transiiway  in  this  section  of  the  corridor 
would  utilize  the  Penn  Central  railroad  tunnel  which 
is  located  under  the  central  portion  of  the  park  from 
72nd  to  124th  Streets  If  a  rail  system  were  selected, 
little  change  would  be  required  in  order  to  convert  the 
tunnel  to  accommodate  subway  cars  However,  il  an 
express  busway  were  selected  lo  occupy  space  pres- 
ently reserved  lor  rail  freight  service,  the  tunnel  would 
be  ventilated  similar  to  the  covered  highway  section 

As  a  result  ol  Ihe  highway  and  iransitway  alignments, 
and  the  specially  designed  struclural  and  environmen- 
tal features  of  these  facilities,  traffic  noise  in  this  sec- 
iion  ol  the  park  would  be  significanlly  reduced,  air 
pollutants  would  be  collected  and  vented  lo  the  atmos- 
phere above  the  level  of  the  park,  and  new  land  would 
be  created  for  additional  recreational  activities  These 
(actors  represent  major  improvements  over  existing 
condilions. 

Maintaining  Traffic  and  Park  Activities  During 
Construction  A  proposed  construction  sequence 
was  developed  which  will  permit  the  maintenance  of 
Iralftc  during  the  entire  construction  period  without 
interfering  with  park  activities.  Traffic  would  be  main- 
tained on  Ihe  existing  Henry  Hudson  Parkway  with  no 
temporary  traffic  detours  within  Ihe  park,  and  no  de- 
tours onto  focaf  streets. 

For  about  60  percent  of  the  length  of  the  depressed 
route  adjacent  to  the  park,  the  limited  space  available 
will  permit  construction  onfy  ol  the  southbound  tunnel 
and  some  parts  of  the  northbound  section  wilhout  en- 
croaching into  the  existing  highway  Therefore  it  is 
proposed  that  these  portions  of  the  covered  structure 
which  are  outboard  of  the  existing  roadway  be  con- 
structed as  a  water-based  operation,  generally  similar 
in  concept  to  Ihe  procedure  currently  being  used  at 
the  North  River  Water  Pollution  Control  Project  River 
barges  will  provide  the  space  needed  to  receive  and 
store  shipped  materials  and  to  house  the  machinery 
which  will  be  used  for  this  phase  of  the  construction. 

After  the  shell  ol  the  southbound  tube  has  been  com- 
pleted, parkway  traffic  will  be  detoured  onio  the  roof 
of  Ihe  completed  tube,  thus  permitting  the  remaining 
portions  ol  the  northbound  section  to  be  completed. 
No  construction  would  be  permitted  either  from  the 
park  area  or  over  Ihe  roof  of  the  southbound  tunnel 
while  tl  IS  being  used  for  maintaining  traffic  Because 
the  highway  would  be  constructed  in  usable  segments, 
each  section  ol  the  corridor  would  have  ongoing  con- 
struction for  only  part  of  the  total  proiecl  implementa- 
tion period  When  all  tunnel  work  and  interchange 
ramps  are  complete  lor  each  section,  parkway  traffic 
would  be  shifted  to  the  covered  section  and  the  park 
land  and  promenade  above  constructed  At  ihe  same 
lime,  Ihe  work  of  demolishing  the  exislmg  parkway 
and  restoring  to  park  use  the  areas  within  the  right-of- 
way  would  be  completed 
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roposed  Transit  Systems 

Proposed  Bus  Route 
Buses  In  Mixed  Trafdc 
Proposed  Bus  Stalton 
Existing  Bus  Station 
Proposed  Rail  Route 
Proposed  Rail  Station 
Proposed  Rail  Transler  Station 


PIMIIII 


North 


112lh  to  149lh  Streets 

The  section  ol  the  highway  between  112lh  and  149lh 
Streets  has  several  d.llerent  conligurations  along  its 
length,  depressed/covered,  elevated/open,  and 
elevated/covered  Each  segment  was  designed  to 
accommodate  specific  physical  constraints  opposite 
the  highway  at  that  point.  For  example,  the  125th 
Street  Valley,  the  Sanitation  Department  Marine  Trans- 
fer Station,  the  North  River  Pollution  Control  Plant, 
and  the  proposed  Riverbank  Slate  Park  were  all  maior 
design  considerations  in  addition,  the  existing  Penn 
Central  rail  freight  line  and  the  proposed  Iransitway 
facility  had  to  be  integrated  with  the  highway  geometry 
in  a  compatible  manner  The  selected  alignment  had 
to  address  these  constraints,  as  well  as  provide  im- 
proved access  to  the  entire  area,  and  increase  the 
amount  ol  available  park  land,  thus  enhancing  rede- 
velopment potential 

Starting  from  a  depressed  and  covered  alignment 
under  Riverside  Park,  the  highway  would  emerge  Irom 
the  tunnel  at  124th  Slreei,  swing  inboard  and  rise  to 
become  an  elevated  highway  at  125th  Street  From  this 
pomt,  the  highway  would  span  the  125ih  Street  Valley 
area  allowmg  access  to  new  recreational  facilities 
constructed  on  13  acres  of  olfshore  landfill  This  new 
park  land  is  compatible  with  several  long  range  rede- 
velopment proposals  which  envision  125lh  Street  as 


a  corridor  to  the  waterfront.  It  would  also  permit  the 
northward  expansion  ol  Riverside  Park  and  the  pro- 
posed continuous  river  edge  promenade  Although  no 
concrete  development  plans  are  currently  underway 
in  the  valley.  Ihe  eventual  Implementation  ol  any  ol 
the  existing  proposals  would  result  In  detailed  studies 
ol  appropriate  highway  alternatives  lor  this  section. 
Importantly,  the  highway  viaduct  would  not  Interfere  In 
any  way  with  existing  rail  sidings,  street  level  activities, 
operations  of  meal  packing  plants  and  warehouses 
between  125th  and  134th  Streets  or  service  to  Ihe 
Marine  Transfer  Station  at  136lh  Street  which  for  the 
short  term  are  expected  to  remain.  Service  for  these 
operations  would  be  improved  substantially  because 
o(  improvements  to  the  streets  beneath  tho  elevated 
structure,  and  Ihe  more  efficient  ramp  connections  at 
125th  and  139th  Streets  designed  to  accommodate 
truck  access  to  and  from  the  highway. 

The  combined  transltway-rail  freight  lino  which  runs 
parallel  to  the  highway  in  an  existing  tunnel  under 
Riverside  Park,  also  emerges  as  an  olovalod  facility  In 
this  area.  Starting  Irom  the  tunnel  exit  at  124th  Street, 
the  two  track  rail  line  would  rise  slightly  and  cross  the 
valley  area  on  an  elevated  Ireslle  adjacent  to  tho  pro- 
posed highway.  If  Ihe  proposed  two  lane  express  bus 
facility  were  implemented,  it  would  exit  from  the  oast 
hall  ol  the  tunnel,  rise  at  a  steeper  gradient  than  the 
railroad,  and  then  cross  over  the  tracks  to  lit  between 
the  northbound  and  southbound  expressway  lanes  at 
about  133rd  Street  With  a  rail  rapid  transit  system,  this 
transition  to  Ihe  highway  right-ol-way  would  not  be 
necessary. 

Assuming  a  combined  highway-busway  facility  from 
this  point,  the  proposed  elevated  atruclure  would  con- 
linue  north  passing  between  the  now  Pollution  Control 
Plant  now  under  conslructlon  and  Riverside  Drive  In 
an  alignment  ad|acenl  to  the  two  track  railroad  right- 
of-way.  As  presently  planned  the  roof  of  the  Pollution 
Plant  will  become  a  new  slate  park  connected  to  the 
adjacent  community  by  two  diagonal  access  ramps, 
one  at  135th  Street  and  the  olher  at  145lh  Street.  With 
the  proposed  new  highway,  both  the  railroad  and  Ihe 
highway  right-of-ways  would  be  decked  over  between 
these  access  ramps  forming  a  continuous  deck  be- 
tween Ihe  park  land  west  ol  Riverside  Drive  and  tho 
Pollution  Plant,  The  ISacresol  additional  park  land 
will  greatly  improve  pedestrian  access  10  Riverbank 
State  Park,  and  along  with  Ihe  proposed  park  extension 
to  Ihe  north  of  the  Pollution  Plant,  enhance  the  overall 
recreational  opporlunities  in  the  area. 
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This  section  o(  Ihe  highway  would  have  minimal  impaci 
on  existing  park  use  both  during  and  after  construc- 
tion Conslruclion  would  be  scheduled  so  lhal  treltic 
can  be  mainlainod  al  all  times  without  rosorling  to 
detours  on  local  streets  Conslruclion  phasing  would 
be  intricate  by  necessity  to  assure  such  traffic  main- 
tenance even  though  the  major  pari  of  ihe  new  work  is 
an  elevated  section  In  addition  to  the  expansion  ol 
Riverside  Park  and  Riverbank  Slate  Park,  Ihe  design 
of  this  section  ol  the  highway  improves  access  to  the 
existing  and  planned  activities  in  the  I251h  Street 
Valley  area  and  permits  the  extension  of  a  new  WesI 
Side  mass  transit  system  to  the  George  Washington 
Bridge  and  northern  Manhattan. 

149lh  Street  to  the  George  Washlnglon  Bridge 

North  ol  the  Pollution  Control  Plant,  the  new  elevated 
facility  would  consist  of  six  highway  lanes  and  two 
express  bus  lanes,  il  the  transit  facility  is  conslrucled 
for  express  buses  The  most  significant  benelit  of  this 
secllon  of  the  highway  for  Ihe  local  Washington 
Heights  community  is  the  expansion  of  Fort  Washing- 
ton Park  to  the  Pierhead  Line,  creating  roughly  21  acres 
of  new  lend.  Construction  ol  ramp  connections  lo  each 
level  ol  the  bridge  and  the  Cross  Bronx  Expressway 
would  also  signilicantly  improve  access  to  these  facili- 
ties for  express  buses,  trucks  and  passenger  cars 

The  elevated  highway  secllon  at  149lh  Street  would 
continue  north  and  rise  gradually  to  reduce  ramp 
grades  and  connections  with  the  Bridge  and  the  Cross 
Bronx  Expressway  At  about  160th  Street,  the  exclusive 
bus  lanes  would  meige  with  expressway  trallic  as  the 
Bridge  access  network  begins  Alsoal  160th  Street, 
the  southbound  highway  lanes  would  continue  above 
the  Penn  Central  railroad  righl-ol-way  while  the  north- 
bound lanes  would  utilize  the  existing  parttway  right- 
of-way  In  Ihe  offshore  area  between  149th  Street  and 
the  Bridge,  Fori  Washington  Park  would  be  extended 
to  the  Pierhead  Line  with  a  continuous  pedestrian 
promenade  provided  along  (he  water  edge. 

The  new  ramp  system  to  Ihe  Bridge  and  Ihe  Cross 
Bronx  Expressway  was  designed  to  reduce  steep  verti- 
cal gradients  and  increase  the  radius  ol  curvature  to 
accommodale  the  express  buses  and  slower  moving 
trucks  which  could  not  otherwise  maneuver  safely  on 
the  existing  ramps  This  also  has  the  environmental 
effect  ol  minimizing  vehicle  noise  and  exhaust  emis- 
sions A  major  portion  of  the  new  viaducts  would  be 
over  the  existing  railroad  right-of-way  so  as  to  have 
minimal  Impact  on  the  active  areas  ol  Fort  Washington 
Park  Also,  new  ramp  structures  have  been  planned 
so  that  their  height  and  position  will  preserve  views  to 
tho  river  wherever  possible  Where  existing  ramps  are 
no  longer  needed,  the  existing  structures  are  removed 
and  the  land  beneath  restored  to  park  use 


The  estimate  conslruclion  costs  for  the  proposal  were 
developed  from  Ihe  various  drawings  prepared  for  the 
study  and  from  inlormation  collated  lor  Ihis  proiecl 
Because  the  primary  objective  of  the  sludy  was  lo 
focus  on  a  waterfront  solution  in  Riverside  Park,  struc- 
tural investigations  were  pursued  in  greater  detail  in 
this  area  than  lor  other  sections. 

Outside  Riverside  Park  cost  estimates  were  made 
principally  on  the  basis  ol  engineering  experience 
and  data  compiled  on  recent  comparable  conslruclion 
projects  in  Ihe  metropolitan  area  Because  of  Ihe 
limited  scope  of  this  investigation,  certain  components 
ol  Ihe  project  were  developed  to  a  conceptual  stage 
only  This  includes  such  items  as  park  conslruclion. 
landfill  work,  subsurface  Ireatments,  ventilalion,  and 
traffic  maintenance  Accordingly,  the  accuracy  of  the 
respective  costs  is  commensurale  wilh  Ihe  degree 
of  development  to  which  these  studies  were  carried 
However,  in  consideralion  of  Ihe  rather  unique  condi- 
tions which  govern  Ihe  design  ol  the  proposed  covered 
highway  along  the  east  bank  of  the  Hudson  River, 
preliminary  structural  analyses  were  made  in  order 
to  assess  the  feasibility  of  ihe  design  The  proposed 
structural  seclion  was  developed  in  sulficieni  detail 
lo  extract  costs  based  on  itemized  quantities 

Pricing  ol  the  various  components  was  based  upon 
Independent  analysis  ol  prevailing  material  and  labor 
costs,  informal  discussions  with  conslruclion  con- 
tractors, and  unit  cosis  developed  for  ihe  project 
south  ol  42nd  Street  It  should  be  emphasized  thai  Ihe 
cost  eslimales  are  based  on  1973  labor  and  material 
costs.  The  highway  with  all  ils  componenis,  including 
removing  ihe  Henry  Hudson  Parkway  and  replacing  it 
with  park  land  would  cost  SI ,309  million  The  addilional 
park  land  and  park  lacilities  would  cost  approximately 
$175  million.  ■ 
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Manhallan  is  a  densely  populated  urban  envlronmeni 
and  iherefore  adequate  open  space  and  recreational 
lactlllies  are  crucial  to  Ihe  quality  ol  lile  lor  Its  resi- 
dents Because  Manhattan  is  an  island  it  adords  a 
unique  opportunity  lo  develop  these  recreational 
resources  as  pari  ol  its  walerlronl  This  is  particularly 
true  in  the  Study  Corridor,  where  Ihe  land  use  is 
predommanily  residential  and  the  Hudson  River 
extends  along  the  entire  western  edge  Accordingly, 
Improvements  in  the  amount  and  quality  of  open  space, 
the  numbers  and  types  of  recreational  facilities,  and 
theaccesstbililv  and  use  of  the  waterfront  were  con- 
sidered essential  elements  in  the  development  of  the 
highway  proposal  (rom  42nd  Street  to  the  George 
Washington  Bridge 

As  Ihe  existing  West  Side  Highway-Henry  Hudson 
Parkwray  threads  its  way  north  from  42nd  Street  to 
Ihe  George  Washington  Bridge,  it  passes  through  or 
adjacent  to  three  parks  OeWill  Clinlon  Park.  Riverside 
Park,  and  Fort  Washington  Park  A  fourth.  Riverbank 
Stale  Park,  is  planned  atop  the  North  River  Water  Pol- 
lution Control  Plant  at  West  t40th  Street,  which  is 
currently  under  construction. 

The  numbers  and  types  ot  recreational  lacililies  m 
these  and  other  parks  within  the  Study  Corridor,  thai 
area  bounded  by  42nd  Street,  Eighth  Avenue,  I781h 
Street  and  Ihe  Hudson  River,  are  generally  below  Ihe 
city-wide  average  In  a  1968  City  Planning  Commission 
Report.'  criteria  were  established  for  the  allocation  ol 
types  and  amounts  ol  key  recreational  lacililies  lor  a 
given  area  The  methodology  was  based  on  a  citywide 
analysis  of  age  group  use  patterns  for  specific  recrea- 
tional facilities  In  1973  an  inventory  of  existing  facili- 
ties was  made  by  the  Department  ol  Parks,  Recrealion 
and  Cultural  Allairs  and  the  City  Planning  Commission 


'Recreation  Facilities  In  New  York:  A  Method  ol  Aisigning 
Budgeiary  Priorities,  New  York  City  Plsnnmg  Commission, 

1968 


Using  this  methodology,  Invontoiy  und  1970  Census 
dala  Ihe  Projecl  Stall  lound  dolicioncios  throughout 
the  Study  Corridor  While  this  was  ospocially  true  ot 
facilities  for  field  sports  such  as  basobnll.  lootbnil,  and 
soccer,  il  was  also  true  of  nearly  all  other  key  lacllltio* 
including  handball,  shullleboard  and  paddle  tenrtit 
courts  and  child  play  areas 

Because  a  dotallod  programmatic  analysis  ot  luturo 
recreational  needs  in  the  communities  niong  iho  Study 
Corridor  was  not  within  Ihe  scope  ol  this  leaslbllity 
study,  Ihe  proposed  park  plan  augments  Iho  numbers 
ol  existing  recreational  lacilltles  and  establishes  a 
system  ol  interconnocting  pedestrian  and  bicycle  path- 
ways separated  by  lloxible  landscaped  areas  into 
which  specific  tacilltias  can  be  placed  at  a  later  date 
according  lo  future  needs  This  expansion  ol  recrea- 
tional lacilltles  is  made  possible  by  the  addition  ol  178 
acres  ol  usable  park  land  to  the  Hudson  River  water- 
front. 

The  proposed  park  plan  represents  a  speclllc  design 

dellnealion  which  preserves  existing  park  activities 
while  knitting  them  into  the  labf  ic  ol  n  now  and  larger 
park  Before  any  design  would  be  Implomontod,  a 
detailed  study  ol  needed  lacililies  would  have  lo  be 
undertaken  that  would  incorporate  the  City's  consider- 
ations as  well  as  expressed  needs  ol  tho  ullected  com- 
munities In  Ihe  following  pages  tho  description  ot  tho 
open  space  plan  will  locus  on  Iho  oxisling  and  pro- 
posed park  land  and  lor  the  various  sections  of  the 
Study  Corridor  including  DeWltl  Clinton  Park,  River- 
side Park,  Ihe  proposed  Rlvorbank  Stale  Park  and 
Fori  Washington  Park 


DeWltt  Clinton  Park 


In  Ihe  area  between  42nd  Street  and  73nd  Street,  Iho 
existing  elevated  highway  passes  immediately  adja- 
cent to  OeWill  Clinton  Park,  a  small  local  park  ot 
approximately  six  acres  In  this  area  tho  proposed 
West  Side  Highway  would  be  roconstruclod  In  essen- 
tially the  same  location  and  ai  tho  samo  height  as  tho 
existing  highway  The  park  would  not  bo  physicolly 
Impacted  and  Ihe  relationship  which  curronlly  exists 
between  the  highway  and  the  park  would  remoin 
essenllally  unaltered. 
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Riverside  Park 


The  existing  Honry  Hudson  Parkway  slices  through 
Riverside  Park  al  surface  level,  creating  a  sirong  phys- 
ical barrier  lor  pedestrians  wishing  lo  reach  Ihe  water's 
edge  Whde  there  are  discontinuous  water  edge  prome- 
nades west  of  Ihe  lacllity  between  72nd  Slreel  and 
eSrd  Street  and  between  92nd  Slreel  and  106lh  Street. 
Ihe  waterfronl  can  be  reached  by  pedestrians  at  only 
live  poinis  in  Ihe  park,  72nd  SIreet,  79th  Street,  83rd 
Slreel.  93fd  Slreel,  and  lOOIh  Street  Since  the  comple- 
lion  of  Iho  Henry  Hudson  Parkway  in  the  lale  1930's, 
the  park  conligurallon  and  facilities  have  remained 
essentially  unchanged.  Over  the  years  ihe  need  lor 
additional  recreational  facilities  in  ihis  area  has  be- 
come apparent. 

Throughout  Riverside  Park  from  72nd  Slreel  to  I25th 
Street,  the  proposed  highway  has  been  designed  as  a 
covered  section  constructed  in  the  Hudson  River  west 
of  the  present  shoreline.  Depressed  below  the  existing 
water  level,  Iho  highway  would  be  decked  and  covered 
with  earth,  The  existing  park  boundary  would  thereby 
be  extended  westward  over  the  covered  highway  lo 
include  63  acres  of  new  park  land  which  would  beat 
approximately  ihe  same  elevation  as  ihe  park  land  thai 
currently  exists  along  ihe  water's  edge. 

The  Department  of  Parks,  Recreation  and  Cultural 
Affairs  lists  Riverside  Park  to  include  266  acres.  This 
figure  includes  roadways,  ramps,  and  open  water  east 
of  the  Pierhead  Line.  By  simple  map  measurement 
techniques,  the  existing  park  contains  roughly  190 
acres  of  usable  park  space  lor  which  there  is  pedes- 
trian access  In  addition  to  the  land  which  would  be 
created  above  the  new  highway.  38  acres  of  land  would 
be  reclaimed  as  park  land  by  the  removal  ol  the  exist- 
ing Henry  Hudson  Parkway.  In  total  the  proposal  would 
enlarge  the  usable  park  area  by  approximately  53  per- 
cent, or  a  total  ol  101  acres.  It  would  in  turn  represent 
a  sizeable  increase  in  the  space  available  (or  addi- 
tional recreational  facilities 


Because  the  new  highway  would  be  below  the  pedes- 
trian level,  decked  over  and  covered  with  earth,  and 
Ihe  existing  Henry  Hudson  Parkway  would  be  removed, 
Ihe  waterfront  would  become  directly  accessible  to 
pedestrians  at  any  point  along  the  entire  length  of 
Riverside  Park.  This  represents  a  vast  improvement 
over  the  limited  access  to  the  water  which  currenlly 
exists.  That  portion  of  Ihe  deck  closest  to  the  water's 
edge  would  become  a  continuous  promenade.  This 
new  promenade,  which  would  be  about  three  miles  in 
in  length,  would  become  an  imporlani  element  in 
Riverside  Park,  The  plan  for  the  promenade  includes  a 
paved  area  strongly  accented  by  a  double  row  of  de- 
ciduous trees.  Opportunities  lo  sit  and  rest  would  be 
available  throughout  its  length.  At  suitable  inlervals, 
nodes  of  activity  would  be  created  which  would  bring 
life  lo  the  promenade  and  divert  Ihe  casual  siroller 
Because  of  the  proximity  ol  Ihe  promenade  to  the 
water  the  Hudson  River  would  be  directly  accessible 
from  any  portion  of  the  promenade  edge. 


lUo  promenade  lo  bo  enlendod  Irom  JOIh  Sited  lo  13Slli  Slreel 


Several  additional  features  which  currently  exist  along 
the  waterfront  in  the  Riverside  Park  area  not  only 
would  be  relained  but  also  enhanced.  West  79th  Street, 
which  news  forms  an  axis  between  Ihe  Museum  of 
Natural  History  on  Central  Park  West  and  Ihe  79th 
Street  (wlanna  on  the  Hudson,  has  been  recognized  as 
a  major  pedestrian  route  lo  the  waterfront  The  existing 
highway  ramps  make  this  connection  somewhat  tor- 
tured and  circuitous,  but  the  design  and  location  of 
the  marina  presents  a  unique  opportunity  Because 
the  79th  Street  interchange  is  removed  in  the  proposal, 
the  existing  highway  ramps  would  be  replaced  by  park 
land,  creating  more  direct  pedestrian  access  The  79th 
Street  rotunda  wilh  its  lower  level  fountain  and  colon- 
nade would  be  preserved  The  ramps  which  currently 
serve  the  manna's  parking  facility  would  also  be  main- 
tained Immediately  west  ol  the  rotunda,  the  boat  basin 
would  be  rebuilt  outside  the  new  water  edge  prome- 
nade, maintaining  the  same  activities  at  Ihe  ends  of  the 
79lh  Slreel  axis  which  currenlly  exist,  enhancing  the 
qualily  ol  Ihe  surrounding  park  land,  and  improving 
access  to  Ihe  water 


The  proposed  96lh  Street  interchange,  a  local  exit  and 
entrance  for  automobiles  only,  will  simplify  the  com- 
plex roadway  structure  which  currently  exists  lo 
service  Ihe  Henry  Hudson  Parkway.  The  proposed 
interchange  configuration  permits  the  land  encom- 
passed by  the  ramps  to  become  usable  open  space 
providing  a  large  naturally  enclosed  area  for  Ihe 
expansion  and  reconstruction  ol  the  tennis  courts 
presently  located  there  Because  of  the  new  ramp 
design  and  because  the  highway  itself  remains  cov- 
ered and  depressed  withm  this  area,  the  amounts  of 
usable  space  will  be  increased  and  the  environmerttal 
quality  of  the  area  will  be  improved.  Additionally,  the 
colonnaded  structure  of  the  ramp  portion  of  the  inter- 
change will  create  a  gateway  enhancing  both  visual 
and  pedestrian  access  lo  the  water's  edge 

The  proposed  highway  makes  the  transition  from  a 
covered  section  lo  an  elevated  section  in  the  124lh 
Street  area.  Il  proceeds  northward  Irom  this  point  as 
an  elevated  section  following  the  same  alignment  as 
the  existing  Henry  Hudson  Parkway.  The  elevated 
section  has  been  designed  so  that  it  does  not  impact 
Ihe  Meat  Market  located  in  the  125th  Street  Valley  area 
east  ol  the  present  highway  Outboard  of  Ihe  present 
shoreline  a  13  acre  new  community  park  designed  as 
an  extension  ol  Riverside  Park  is  proposed.  The  water- 
edge  promenade  would  continue  north  to  135th  SIreet 
where  It  would  terminate  to  allow  for  the  continued 
operation  of  the  existing  Marine  Transfer  Station. 

Numerous  agencies  over  the  years  have  looked  al 
this  area  for  possible  redevelopment.  However,  only 
one  residential  proiecl  located  at  t34th  Street  has 
progressed  to  Ihe  construction  stage  The  proposed 
park  could  become  a  focal  point  in  this  residential 
growth  If  further  redevelopment  were  to  occur  in  Ihe 
125th  Street  area,  additional  highway  options  would 
have  to  be  developed  to  determine  what  solutions 
would  best  benelil  these  changes. 


30 


Proposed  Section  through  North  River  Pollution  Control  Plant 


Rjverbank  State  Park 


Fort  Washington  Park 


Immedialely  north  of  125lh  Sir  eel  no  park  land  currenlty 
exists  along  the  waterfront,  allhough  the  new  2S  acre 
R(verbank  Stale  Park  atop  Ihe  North  River  Water  Pollu- 
hon  Control  Plant  will  be  located  between  i37lh  and 
144th  Streets  The  new  park  .s  presently  planned  lo 
contain  a  variety  ol  playlields  and  courts,  a  swimming 
pool,  a  gymnasium  and  numerous  olher  indoor  (acili- 
iies  However,  a  wide  trench  will  exist  between  River- 
side Ddve  and  the  park  in  which  the  l35th  Street  rail 
yards  and  the  highway  are  now  located  Because  the 
new  park  and  Riverside  Drive  will  be  al  approxtmalely 
Ihe  same  elevation,  roughly  50  feet  above  the  rail 
yards,  current  plans  call  lor  connections  by  diagonal 
service  roads  at  t35lh  and  145th  Streets  for  cais  and 
buses  as  well  as  pedestrians  Additional  pedestrian 
bridges  are  proposed  lo  connect  with  Ihe  diagonal 
service  roads  at  136th,  137th,  143rd  and  144th  Streets 

The  proposed  highway  would  lollow  Ihe  same  align- 
meni  as  Ihe  present  Henry  Hudson  Parkway  A  13 
acre  landscaped  deck  connecting  Riverbank  Stale 
Park  wilh  Riverside  Drive  would  be  provided  over  the 
proposed  highway  and  the  existing  railroad  yards.  The 
result  would  be  the  physical  and  visual  integration  ol 
Riverbank  Park  with  Riverside  Drive  and  the  upland 
neighborhood  and  improved  pleasant  pedestrian 
access  separated  Irom  vehicular  iralfic 


North  of  Ihe  North  River  Water  Pollution  Control  Plant, 
an  extension  has  been  proposed  as  part  ol  Riverbank 
Park  which  would,  through  a  series  ol  steps  and  ter- 
races, tie  the  new  park  lo  Fort  Washington  Park  The 
open  space  which  is  proposed  wilh  the  new  highway 
would  complement  this  extension  proposal  and  create 
a  sheltered  inlet  between  147th  Street  and  152nd 
Street  Immediately  north  o(  Ihe  inlet  would  be  an  in- 
land pond  suitable  (or  small  boats  or  waterside  picnics, 

A  water  edge  promenade  would  be  provided  beginning 
at  Riverbank  State  Park,  wrapping  around  Ihe  shel- 
tered inlel  and  continuing  norih  to  the  George  Wash- 
ington Bridge,  terminating  al  the  Little  fled  Lighthouse. 

In  order  to  conneci  to  Ihe  George  Washmgion  Bridge 
at  an  elevation  approximately  200  feet  above  ground 
level.  Ihe  proposed  highway  would  begin  to  rise  in 
elevation  in  the  area  north  of  Riverbank,  passing  above 
Fort  Washington  Park  in  the  same  alignment  as  Ihe 
existing  Henry  Hudson  Parkway  and  rail  tine  This  is 
in  contrast  lo  the  existing  highway  which,  with  excep- 
tion of  an  area  between  153rd  and  160th  Streets,  is  al 
park  level  Both  the  existing  parkway  and  the  rail  line 
act  as  barriers  to  the  waterlront  in  this  area. 

Fori  Washmgion  Park  would  be  expanded  lo  the  Pier- 
head Line  10  include  new  recreational  facilities.  Access 
lo  the  expanded  waterfront  park  would  be  essentially 
the  same  as  ihai  which  exists  north  of  Riverbank  Park 
to  I60lh  Street,  with  pedestrian  bridges  over  the  rail 
line  at  148lh,  151st.  I55lh  and  158lh  Streets  However, 
Ihe  new  highway  elevation  would  make  ihese  connec- 
lions  a  more  pleasant  experience. 


New  pedestrian  access  poinis  would  be  provided  be- 
nealh  the  proposed  highway  and  above  the  oxisling 
rail  line  at  roughly  162nd,  164th  and  160th  Strools,  A 
parking  area  would  bo  provided  opposite  169th  Street 
which  would  be  accessible  Irom  Riverside  Drive  The 
existing  pedeslrian  bridge  ovor  the  rail  line  at  approxi- 
mately 1 72nd  Street  would  also  bo  malnlainod, 

The  existing  usable  park  spaca  In  the  aron  between 
125lh  Street  and  the  George  Washington  Bridge 
amounts  to  95  acres  The  new  pork  land  proposed  with 
Ihe  now  highway  would  increase  this  amount  by  81  per- 
cent, or  roughly  77  acres  As  in  the  area  to  the  south, 
ihisaddilional  area  could  provide  iho  community  wilh 
a  renewed  opportunity  lo  expand  its  recreational  (acili- 
lies  and  make  the  waterfront  more  easily  accessible  lo 
local  residents. 
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Proposed  Bicycle  Path 
Bicycle  Path 

North 


A  bikeway  proposal  has  also  been  incorporated  into 
the  design  ol  the  expanded  park,  Beginning  at  rougtily 
76ih  Streel,  Ihe  bikeway  would  weave  its  way  between 
park  activities,  providing  the  rider  with  a  varied  envi- 
ronment and  glimpses  of  the  river  and  the  New  Jersey 
shore  The  bikeway  is  proposed  as  a  conlinuoits  route 
from  76th  Street  to  the  George  Washington  Bridge,  a 
distance  of  about  live  and  one  hall  miles 

In  total,  the  new  highway  proposal  would  add  176  acres 
ol  additional  park  land  to  Ihe  286  usable  park  acres 
which  currently  exist  along  the  Hudson  River  water- 
front. This  represents  an  expansion  in  usable  park  size 
of  approximately  60  percent 
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As  3  result  of  the  offshore  construction  and  other  spe- 
cial construction  techniques  planned  for  Ihe  highway, 
all  activities  within  Riverside  Park  would  be  able  to 
continue  uninterrupted  tfiroughout  the  construction 
period,  with  the  exception  of  the  existing  water  edge 
promenades  between  72nd  and  83rd  Streets  and  92nd 
and  102nd  Streets,  the  Marina  at  79lh  Street,  and  the 
tennis  courts  at  96th  Street  With  proper  construction 
staging  in  these  lew  areas,  the  unavoidable  disturb- 
ance would  be  reduced  to  a  minimum. 

in  summary  the  proposal  would  Incroaso  the  quantity 
and  improve  Ihe  quality  of  all  the  park  lands  along  the 
Hudson  River  waterfront.  It  would  give  residents  the 
opportunity  to  take  advantage  ol  Iholr  proximity  lo 
the  Hudson  River  by  providing  for  nearly  continuous 
waterfront  access  from  72nd  Street  to  Ihe  George 
Washington  Bridge.  Additionally,  Ihe  barrier  of  the 
existing  on  grade  Henry  Hudson  Parkway  would  be 
removed  The  result  would  be  a  continuous  recrea- 
tional area  along  the  Hudson  River  from  72nd  Street 
to  Ihe  George  Washington  Bridge  the  scale  ol  which 
would  be  matched  only  by  tho  River  itself. 


Comparable  Park  Acreages 
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Traffic  and  TraniW 


The  impof  lance  of  a  (itghway  facility  on  the  Uppef  West 
Side  now  and  In  the  foreseeable  future  has  been 
clearly  domonsttaled  in  recent  monlhs  by  the  closing 
ot  (he  Honry  Hudson  Parkway  from  72nd  to  79th  Streets 
and  the  restriction  of  traffic  (low  In  the  96lh  Street 
interchange  area. 

The  (raffle  consequences  o(  this  condition  have  been 
lel(  Ihroughoul  all  of  Upper  Manhattan,  including  (he 
East  Side,  although  (he  greatest  impact  has  been  on 
West  Side  thoroughfares  This  increase  in  (raffle  and 
resuKing  congestion  has  occurred  during  a  period  of 
months  when  (or  the  region  as  a  whole  ihere  were 
overall  reductions  in  ihe  use  of  autos,  (Irst  because  of 
the  gasoline  shortage,  and  later  because  of  the  in- 
creased price  ol  luel 

The  eventual  repair  and  reopening  ol  the  Parkway, 
strongly  demanded  by  Upper  West  Side  community 
and  clllzon  groups,  will  have  the  ellect  ol  re-establish- 
ing a  situation  similar  to  what  existed  before  (he 
highway  closed  In  the  pasi  (he  Upper  West  Side  (ound 
even  (his  less  than  desirable  or  unaeceplable  as 
specified  earlier  in  (his  report. 

As  shown  in  (his  proposal,  iwo  potential  conditions 
were  forecast  (or  more  (han  20  years  in(o  the  future, 
specillcally  to  1995  Either  the  Henry  Hudson  Parkway 
and  (he  Miller  Highway  below  72nd  S(reel  wKI  be 
repaired  and  maintained  in  operating  condidon  as 
(hey  have  been  in  the  past,  or  the  highway  would  be 
rebulii  wi(h  a  transitway  component  This  would  be  a 
rail  transit  lacilKy  or  a  transitway  reserved  exclusively 
lor  express  buses.' 

The  Cily  Is  eommitted  to  reopening  (he  Parkway  and 
maintaining  it  m  operating  condition.  However,  under 
these  conditions  it  can  be  assumed  that  no  transit 
lacillties  will  be  built  in  the  region  in  addition  to  those 
now  planned,  and  by  1995  it  is  expected  there  will  be 
an  increase  in  trattic  on  Upper  We5(  Side  Ihorough- 
fares.  This  will  result  from  increases  in  auto  use  from 
other  boroughs  and  suburban  counties  as  well  as 
Upper  West  Side  residents,  These  residents  (hough 
lewer  in  number  than  at  present  will  be  owning  and 
using  more  autos.  The  increased  traffic,  estimated  at 
6,6  percent  as  measured  by  vehicle  miles  (ravelled, 
will  reflect  a  small  change  in  mix  with  increases  in 
autos  and  trucks  and  decreases  in  the  use  ot  taxis 

Importantly.  Upper  West  Side  residents  using  transit 
will  declme  by  approximately  12  to  14  percent  although 
this  will  be  offset  by  a  greater  number  of  transit  patrons 
travelling  through  Ihe  Upper  West  Side  from  other 
boroughs  and  the  t^etropolitan  Area  counties  The 
reduction  in  subway  use  by  Upper  Manhattan  residents 
is  a  direct  reflection  ot  the  lower  population  estimate 
for  the  future. 


'West  side  Corridor  Transit  Study.  April  12.  1974 
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Miles  Travelled  by  Trucks  Dally  in  Ihe  Study  Area  In  1995 
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Percentage  of  Trucks  Diverted  Dally  from 
North-South  Streets  a(  Each  Screenllne  In  the  Study 
Area  in  1995  with  the  Proposed  Highway 


If  the  Parkway  is  not  reconstructed  and  there  are  no 
additions  to  the  transit  system  beyond  those  now 
planned,  approximately  43  percent  of  all  vehicle  miles 
travelled  will  be  on  the  arterial  street  system  in  1995, 
the  same  percentage  as  at  present  Despite  Ihe  fore- 
casted decrease  m  population  in  Upper  Manhattan. 
52.5  percenl  of  all  the  vehicle  miles  travelled  in 
(ulanhaiian  on  an  average  daily  basis  will  be  on  Upper 
Manhadan  streets  and  highways,  less  (han  one  percen( 
lower  than  at  present. 

Heavy  truck  trallic  is  estimated  to  increase  approxi- 
mately six  percenl  in  Upper  Manhattan  All  ol  this 
increase  will  be  on  local  streets  because  trucks  are 
banned  Irom  both  the  Henry  Hudson  Parkway  and  the 
East  River  Drive,  West  ol  Central  Park,  most  of  the 
increase  will  be  on  Columbus,  Amsterdam,  Broadway 
and  WesI  End  Avenue. 

If  the  Henry  Hudson  Parkway  is  not  rebuilt,  neverthe- 
less It  will  experience  moderate  increases  in  (raffle 
over  the  next  20  years  although  a  very  small  portion 
ol  this  increase  will  be  during  the  peak  (raffic  period 
because  the  Parkway  presently  is  congested  and 
operating  almost  at  capacity  durmg  these  hours. 
Therefore,  durmg  the  rush  houis  the  increased  trallic 
will  be  absorbed  primarily  by  the  adjoining  north-south 
streets  If  the  highway  were  rebuilt,  measured  during 
both  peak  periods,  Ihere  would  be  a  modest  reduction 
in  traffic  on  Upper  West  Side  Streets. 

The  reconstruction  of  the  Parkway  as  a  six-lane 
highway  as  contained  in  this  proposal  will  have  its 
most  dramatic  etfeci  in  shilling  truck  traffic  oft  the 
Upper  WesI  Side  thoroughfares  and  onto  the  new 
facility  Over  an  average  24-hour  period,  some  6800 
to  7200  heavy  trucks  would  use  a  reconstructed 
highway  between  Midiown  and  the  George  Washington 
Bridge  instead  o(  (he  Upper  West  Side  thoroughfares. 
There  would  be  a  reduction  Irom  79.000  to  46,000 
vehicle  miles  travelled,  a  42  percent  reduction 

The  exact  numbei  ot  trucks  diverted  off  Upper  West 
Side  streets  would  vary  Irom  one  location  to  another 
The  percentages  range  from  a  reduction  ol  about  40 
percent  in  the  West  Midtown  area  to  more  than  60 
percent  in  Ihe  vicinity  ot  86th  Sireel  As  one  might 
expecl  the  diversions  primarily  would  be  Irom 
Columbus,  Amsterdam.  Broadway  and  WesI  End 
Avenue. 

There  also  would  bea  modest  reduclion  m  total  traffic 
if  the  highway  is  rebuilt  with  ils  transit  component 
because  both  Ihe  rail  tiansit  and  express  bus  system 
would  divert  some  drivers  and  passengeis  from  autos 
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Changes  In  Railroad  Operations  on  the  West  SIdo 


Both  Ihe  percentage  and  actual  number  of  auto  drivers 
and  riders  diverted  would  depend  on  whether  Iho 
iransit  service  Is  an  extension  ol  Ihe  City  subway 
system  or  whether  ll  Is  an  express  bus  system. 

As  a  West  Side  rail  transit  line,  approximately  4  9 
percent  ol  Ihe  users,  or  aboul  16,200  persons,  would 
otherwise  have  commuted  to  ihe  Central  Business 
District  by  auto. 

As  a  West  Side  express  bus  transit  lino,  approximately 
15  percent  ol  ihe  express  bus  riders,  or  aboul  24,500 
persons,  would  be  diverted  from  autos. 

Important  to  both  iransIt  alternatives  Is  Iho  availability 
of  Penn-Central  Railroad  righl  ol  way  from  Upper 
Manhatlan,  Ihrough  ihe  lunnel  under  Riverside  Park 
and  the  60lh,  37lh  and  33rd  Street  Yards  A  drastic 
decline  in  rail  freight  use  in  recent  years  opens  up  the 
opportunity  for  Iransit  use  ol  Ihe  largely  under-utillzod 
rail  properly  An  indication  of  the  reduction  in  Ihe 
imporlance  of  rail  freight  Iraldc  on  the  West  Side  Is 
lhal  annual  carloadings  have  decreased  from  about 
40,000  in  1969  lo  aboul  1 1,000  In  1973  Studies  made 
by  Ihe  Wosi  Side  Highway  Project,  including  conversa- 
tions with  Penn-Cenlral  officials  indicate  there  Is  little 
possibility  that  this  condition  will  be  reversed  In  fact, 
Ihe  uncertain  stalusol  ihe  banhrupi  railroad  and  its 
potential  consolidation  into  a  new  sysiem  poses  Ihe 
problem  of  whether  West  Side  rail  freight  service  will 
be  continued  into  the  future. 


I  he  alieifialivc  plans  discussed  here  ant)  presenred  in 
Ihe  West  Sido  Corridor  Transil  Sludy  were  developed 
on  Ihe  assumptton  lhal  rail  Ireighl  either  would  or 
could  conlmuo,  and  engineering  plans  and  designs 
were  developed  in  order  lo  preserve  the  option  o' 
Ireight  operaiions. 

The  two  iransll  alternalivos  were  developed  lo  provide 
two  dtslinctly  ditlereni  types  o(  transit  service.  The 
rail  system  was  designed  lo  provide  high-speed 
service  from  Ihe  Bronx  and  Upper  Manhatlan  lo  the 
WesI  Midlown  and  Downtown  areas,  An  indication  ol 
the  high  quality  and  speed  of  service  is  lhal  II  would 
cul  in  hall  Hie  riding  time  between  2'lOth  Street  and 
the  World  Trade  Cenler. 

The  rail  Iransll  alternalive,  on  the  Van  Cordlandt  Park 
branch,  would  provide  stations  al  225th  Street.  Univer- 
sity Heiglils,  Morris  Heights  and  Ihe  George  Washing- 
ion  Bridge,  bolore  joining  the  Gond  Concourse 
branch,  which  would  provide  a  stallon  al  146th  Street 
and  SI.  Nicholas  Avenue,  Aller  the  two  branches  are 
joined,  stations  on  Ihe  WesI  Side  would  be  localed  at 
96lh,  60lh,  451h,  34th,  23rd,  14lh  and  Christopher 
Slreelsand  the  World  Trade  Cenler  The  rail  allernative 
also  would  exiend  and  provide  conneclions  with  the 
Flushing  Line  which  now  ends  al  42nd  Street  and 
Sovonlh  Avenue,  and  Ihe  Canatsie  Line,  which  now 
onds  at  l4lh  Slreot  and  Eighlh  Avenue. 

Projected  lo  1995.  the  rail  iransil  alternative  would 
provide  372.000  person  trips  The  number  o(  riders 
using  ihis  line  would  vary  over  its  enlire  length,  but 
Iho  soclion  which  would  experience  the  peak  loading 
would  be  between  60th  and  96lh  Streets  where  an 
eslirnalod  251 ,000  persons  would  ride  during  an 
average  24-hour  day. 

The  primary  market  lor  the  rail  Iransil  line  would  be 
the  Bronx,  Bergen  and  Westchester  Counties  and 
Upper  Manhattan,  in  that  order  The  Iransil  line  would 
attract  patrons  who  would  transfer  (rom  commuter 
buses  at  Ihe  George  Washington  Bridge  and  from  ihe 
Penn-Central  commuter  linesat  the  Grand  Concourse 

Tho  express  bus  Iransil  alternative  would  make  use  ol 
a  two-lane  roadway  exclusively  for  the  use  of  buses 
Throughout  most  of  its  length,  it  would  occupy  the 
same  space  as  Ihe  rail  transil  alternalive  in  one  ol  the 
West  Side  Highway  Project  alternatives  in  Ihe  south 
and  the  Ponn-Cenlral  right  of  way  through  midlown 
and  extending  through  the  Upper  West  Side 


Express  buses  would  enter  and  leave  the  exclusive 
bus  lanes  al  the  George  Washington  Bridge  and  Cross- 
Bronx  Expressway.  125th.  601h.  41sl,  34th,  23rd  and 
14lh  Street  and  at  Ihe  World  Trade  Center,  Buses  from 
Brooklyn  and  Slaten  Island  also  could  enter  and  leave 
the  exclusive  bus  lanes  at  Ihe  Brooklyn-Batiery  Tunnel. 

The  primary  obieclive  of  ihe  express  bus  iransil 
alternalive  is  lo  provide  high-speed  through  service 
lo  the  sections  ol  outlying  boroughs  and  suburban 
areas  noi  well  served  by  Iransit.  The  sen/ice  features 
as  nearly  as  possible  door-to-door  service  with  pas- 
sengers collected  and  distributed  between  their 
residential  areas  and  the  Central  Business  District 
with  no  transfer,  or  at  most  one  transfer,  A  signilicant 
feature  ol  this  service  would  propose  designation  of 
one  lane  during  peak  periods  on  crosstown  streets  for 
Ihe  use  ol  express  buses  These  streets  would  be  57lh. 
50th,  42nd,  34lh  and  14lh  Streets, 

The  primary  market  areas  lor  this  transit  alternative 
include  the  Bronx,  Westchester,  Bergen  and  Rockland 
couniies,  and  Brooklyn  and  Stalen  Island, 

Projected  to  1995.  the  exclusive  busway  would  provide 
service  for  approximately  164,000  customers  on  an 
average  24-hour  day  The  peak  load  on  the  busway 
would  be  In  the  section  between  601h  and  125th  Streets 
with  an  estimaled  1 18.000  riders. 


In  Percortt 


Either  transit  alternative  would  primarily  service  the 
present  and  future  growlh  and  development  of  the 
West  Side 

Either  ol  the  transit  alternatives  can  be  constructed 
a  pari  of  three  of  the  live  alternative  plans  presented 
by  the  West  Side  Highway  Project  between  the  Batier . 
and  Midlown.  Construction  of  one  of  the  transit  aliei 
natives  as  a  pan  of  building  or  rebuilding  the  West  Si 
Highway  south  of  Midlown,  particularly  in  the  area 
from  Ihe  Battery  to  23rd  Street  will  present  an  oppor 
lunity  for  substantial  construction  economies  in  addi 
lion  lo  the  use  ol  Federal  highway  funds  lor  many 
construclion  elements  The  rail  transit  allernatives 
can  be  constructed  independently  of  rebuilding  the 
Henry  Hudson  Parkway  although  there  also  would  b. 
construction  efficiencies  il  Ihe  two  projects  were 
undertaken  togelher.  The  express  bus  transit  aliern,. 
live  would  be  accomplished  most  elliciently  it  buili .-. 
a  part  of  parkway  reconslruclion.  although  it  also 
could  be  accomplished  without  full  reconstruction  o 
Ihe  Henry  Hudson  Parkway 

The  rail  transit  allernalive  from  the  Battery  lo  Ihe 
Bronx  with  the  branches  to  Van  Cordlandl  Park  and 
the  Grand  Concourse  is  estimated  to  cosi  $1,132 
billion  This  does  not  include  transit  cars 

The  exclusive  busway  from  the  Battery  to  the  Geor^i 
Washington  Bridge  would  cost  an  estimated  $442 
lo$494  million  depending  on  the  highway  alternativ 
with  which  it  IS  connected. 

An  additional  feature  of  the  combined  htghway-lranoi* 
planning  and  design  work  is  lhal  the  transit  alterna- 
tives were  planned  and  designed  in  such  a  way  that 
the  transitway  could  be  constructed  inilially  as  an 
exclusive  busway  and  later  converted  to  a  rail  Iransii 
line.  The  estimated  cost  of  converting  the  busway  to 
rail  Iransit  from  the  Battery  to  136lh  Street  would  be 
S264  million  and  an  additional  $654  to  S700  million  to 
extend  the  rail  line  and  its  branches  to  Van  Cordlanfli 
Park  and  the  Grand  Concourse. 


5181  St     eOlh  SI    86th  SI  125lh  SI  145th  St 


Percent  of  Southbound  Automobiles  Diverted  in  the 
Morning  Peak  Hour  from  Norlh-Soulh  Streets  al 
Each  Screenllne  in  the  Sludy  Area  in  1995  with  Ihe 
Proposed  Highway 
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Noise 


The  primary  purpose  ol  Ihe  noise  study  was  lo  predict 
iiaffic  noise  levels  that  can  be  expected  lo  occur  under 
two  condilions  tirsl,  wnti  Ihe  existing  highway  con- 
hguralion  and  pfOiecled  1995  trallic,  and,  second,  wtlh 
a  leconstfucted  highway  and  proiecied  1995  irallic 
The  methodology  used  was  that  developed  by  the 
Transpoflalion  Systems  Center  of  the  United  Slates 
Department  of  Transportation,  as  modilied  for  use  in 
Ihe  WesI  Side  Highway  Proiect  noise  study  (or  Ihe  area 
south  of  42nd  Sireel  The  method  was  further  devel- 
oped and  validated  (or  this  feasibility  study  by  on-sile 
measuremenis  at  39  locations  in  Ihe  WesI  Side  area 
between  42nd  Street  and  the  George  Washington 
Bridge. 


The  Unit  ot  Noise  Measurement 


Throughout  Ihis  section,  noise  is  expressed  in  units  of 
dBA  Lio  This  unit  rellecis  Ihe  thiee  characiensiics  ol 
environmental  noise  which  are  most  important  in  deter- 
mining man's  subjective  response 

dB    Airborne  sound  is  a  very  small,  rapid  fluctuation 
of  air  pressure  above  and  below  atmospheric  pressure 
Sound  levels  are  usually  measured  and  expressed  m 
decibels  (dS),  wilh  zero  dB  corresponding  roughly  to 
the  threshold  of  sensiiiviiy  of  hearing 

A  Level    The  A"  level  is  a  Irequency  weighting  which 
lellecis  the  fact  thai  human  hearing  is  less  sensitive  at 
low  frequencies  and  extreme  high  trequencies  ihan  in 
the  frequency  midrange  The  weighting  curve  most 
oflen  used  is  called  "A  weighting,"  and  the  level  so 
measured  is  called  the  "A-weighted  sound  level"  or 
simply  "A-level  "  The  letter  "A'  in  the  unil  indicates 
that  Ihis  (requency  weighting  was  used,  in  practice,  the 
A-level  ol  a  sound  is  measured  using  a  sound  level 
meier  wiih  a  lilter  corresponding  lo  ihe  A-weighting 
curve. 


L,o   Although  the  A-level  may  adequately  describe 
noise  ai  any  instant  m  time,  in  fact  the  noise  level  m  a 
community  varies  coniinuously  Most  noise  includes  a 
conglomeration  ol  distant  noise  sources  which  creates 
a  relatively  steady  background  noise  in  vtfhich  no 
paiticular  source  is  identifiable  These  distant  sources 
may  include  ttaftic,  sirens,  children  playing,  aircraft, 
and  industrial  or  commercial  activities.  These  noise 
sources  are  relatively  constant  from  momenl-to- 
momenl,  but  vary  slowly  from  hour-to-hour  as  human 
activity  follows  its  daily  cycle  Superimposed  on  this 
slowly-vaiying  background  is  a  succession  ol  iden- 
tifiable noisy  events  of  brief  duration  These  may 
include  nearby  activities  such  as  a  car  passing  by  or 
aircraft  (lyovers,  which  cause  the  noise  level  to  vary 
Irom  instant  to  instant  It  has  become  standard  practice 
to  accouni  (or  this  time-varying  character  of  environ- 
mental sound  statistically  The  statistical  descriptor 
used  in  this  study  is  the  A-Level  that  is  exceeded  10 
percent  ot  Ihe  time,  or  L,q. 

Although  absolute  sound  levels  are  important  in  deter- 
mining Ihe  impact  ol  noise  on  human  activities,  another 
important  parameter  in  determining  a  person's  subjec- 
tive reaction  to  a  new  noise  is  the  existing  noise 
environment  —  the  so-called  "ambient"  noise  In  gen- 
eral, Ihe  more  a  new  noise  exceeds  the  previously 
existing  ambient,  the  less  acceptable  the  new  noise 
will  be  ludged  by  the  hearers. 

The  lollowmg  relationships  will  be  helpful  in  under- 
standing Ihe  ellects  o(  increases  in  noise  (evels 

■  Except  in  carelully  controlled  laboratory  experi- 
ments, an  increase  of  only  one  dB  in  A-level  cannot  be 
perceived 

■  Outside  of  the  laboratory,  a  three  dB  increase  In 
A-level  IS  considered  a  [ust-noticeable  difference 

■  A  change  in  A-level  ol  at  least  five  dB  is  required 
before  any  significant  change  in  the  noise  level  in  a 
community  would  be  expected 

■  A  ten  dB  increase  in  A-level  is  subjectively  heard 
as  approximately  a  doubling  in  loudness,  independent 
o(  the  existing  noise  level 


Noise  Standards 


The  noise  study  reported  here  utilized  the  same 

methodology  as  the  West  Side  Highway  Project  be- 
tween the  Battery  and  Midlown,  The  measurement  and 
analysis  methodology,  as  well  as  Ihe  nolso  standards 
used  for  reference  In  this  section,  are  as  proscribed  by 
the  Federal  Highway  Administration  (FHWA)  The 
FHWA  standards  establish  the  appropriate  Design 
Noise  Levels  lor  various  types  of  land  uses,  and  are 
applicable  to  trallic  noise,  which  is  calculated  lor  the 
loudest  trallic  condition  during  the  design  yoor  ol  the 
project  under  study  The  FHWA  standards  ore  for 
national  application  and  do  not  distinguish  boiwoen 
urban  and  rural  areas 

The  FHWA  standards  which  are  applicable  to  land  uses 
m  the  West  Side  Highway  Extension  study  area  are 
shown  In  the  table  below 

FHWA  Standards 

Land  Uio  Design  Nolso 

Category  Lev«l  (Li,)  VIM  Sld»  Land  UfH 

B  70  aBA  (exterior)  Rlvoraldo  PnrX,  DoWiH 

Cllr>ior>  Pntk,  Lincoln 
Contor  Plnio,  olhor  pork 
aroas,  outdoor  aroas 
oiioclalod  with 
loaidontlal  buitdinQt 

E  55  dBA  (Intoclor)  Inlorlor  ol  rosldonCM. 

schoolii.  churchoi, 
hospilali 

The  FHWA  guidelines  provide  tor  a  noise  reduction 
factor  of  10dB  to  be  applied  to  exterior  noise  levels  to 
estimate  the  shielding  ellect  of  a  building.  In  the 
absence  of  actual  measurement  of  this  shielding  effect, 
it  Is  assumed  that  a  building  wilh  windows  which  can 
be  operated,  and  in  which  the  windows  are  open,  would 
have  a  noise  level  10  dB  below  that  predicted  at  the 
exterior  building  face.  This  is  considered  a  conserva- 
tive reduction  lor  residential  buildings  like  those  on  the 
West  Side,  The  FHWA  interior  standard  for  residences 
and  institutional  buildings  Is  55  dBA  Lio  Therefore, 
the  maximum  exterior  level  at  the  building  face  which 
would  allow  the  standard  to  be  met  would  be  10  dB 
higher,  or  65d6AL,a 
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The  Noise  Measurement  Program 

During  1973,  nolao  measofemenls  wore  made  at  39 
sues  wtm.n  ihe  Wool  Stde  Highway  exlension  study 
area.  This  noise  survey  program  documented  existing 
noise  iGveis  in  Ihe  WesI  Side  study  area  and  then  used 
these  values  and  1972  iraffic  counts  lo  calibrate  ihe 
noise  prodlclion  model  lor  1995  noise  levels 

The  39  measuremenl  sites  represenl  30  diKerem  loca- 
tions because,  al  three  locations  within  Riverside  Park, 
moasuremonls  were  made  at  dlllerenl  distances  from 
Rlvers:de  Drive  and  Ihe  Henry  Hudson  Parkway  to  aid 
in  delermining  the  ollects  of  disiance  from  the  noise 
source  and  ol  noise  shielding  provided  by  the  terrain 
of  the  park  Tliiriy-two  ol  the  measuremenl  sites  were 
selected  by  the  study  slalf.  and  the  remaining  seven 
sites  were  selocled  by  Communily  Boards  Seven,  Nine, 
and  Twelve. 

The  measurement  sites  fall  into  live  general 
categories: 

1  Typical  residential  areas  near  Riverside  Park 

2  Outdoor  recreational  areas.  Riverside  Park  and 
OeWitl  Clinton  Park,  and  Ihe  Lincoln  Conler  Plaza 

3  Non-reaidonllal  noise-sensltlve  sites  such  as  hos- 
pitals, churches  and  schools, 

4  Residential  areas  along  interior  West  Side  avenues 
and  sireols  such  as  Broadway,  Columbus  and  Amster- 
dam Avenues,  i25th  Slreol,  1 79th  Street  and  Underclill 
Avenue. 

5  Sites  remote  from  major  trallic  sireels.  which  were 
selected  lo  allow  establishment  ol  a  reasonable  day- 
time "baso  level'  ol  noise  in  fwlanhatlan 

At  all  of  the  residential  sites  along  Riverside  Drive  and 
at  Lincoln  Towers,  the  measured  exterior  noise  levels 
were  relatively  high,  ranging  Irom  a  low  of  69  dBA  L.o 
at  106th  Siieet,  lo  a  high  of  77  dBA  at  170lh  Street  If 
the  FHWA  noise  reduclion  factoi  ol  10  dB  were  applied 
lo  these  levels,  the  noise  levels  inside  the  buildings 
would  bo  59 10  67  dBA  L..,  or  l<om  4  to  12  dB  over  the 
FHWA  inlenor  design  noise  level  In  addilion,  exterior 
recreational  areas  associated  with  these  buildings 
such  as  gardens  and  balconies,  would  be  above  Ihe 
70  dBA  L.o  design  noise  level  for  all  measurement 
Sites  except  l06th  Street 


The  noise  levels  measufcd  withm  Riverside  Park  gen- 
erally were  higher  at  sues  which  were  close  to  the 
existing  Parkway,  and  above  Ihe  level  of  the  existirig 
foad  Five  sites  were  measured  in  the  vicinity  ol  77th 
Street  across  Riverside  Park,  four  at  103rd  Street,  and 
three  at  148th  Street  Noise  levels  at  77th  St.eel  tanged 
from  69dBA  L„  al  two  sites  above  the  Parkway,  lo  61 
dBA  L,o  at  the  river  edge  promenade  At  103rd  Street,  a 
level  ol  81  dBA  L.  ■>  was  measured  at  a  distance  of  34 
leet  from  the  Parkway,  the  levels  al  Ihe  l03rd  Slree^ 
siles  further  from  Ihe  road  were  63  and  67  dBA  Lia 
more  typical  of  Ihe  park  levels  measured  The  USth 
Street  sites  had  levels  Irom  67  to  63  dBA  L,,  Of  Ihe 
remaining  park  sites,  those  at  89th  Street  along  the 
river  edge  promenade  and  at  the  120th  Sireel  tennis 
courts  were  lairly  high  —  77  and  75  dBA  L,o  respec- 
tively. The  noise  measurement  at  OeWitl  Clinton  Park 
was  77  dBA  L,o,  and  that  at  Lincoln  Center  was  71  dBA. 

The  only  aile  which  falls  into  the  th-id  category,  sensi- 
tive non-residential  uses,  is  the  Columbia  Presbyterian 
Hospital  al  165th  Sirset  and  Riverside  Drive  The  noise 
level  measured  al  Ihe  site  was  75  dBA  L,o  Like  lesi- 
dential  buildings,  the  mterior  FHWA  standard  lor  hos- 
pitals IS  55  dBA  L,,  Even  with  the  10  dB  allowance  for 
building  shielding,  ihe  hospital  is  presently  10  dB  over 
Ihe  standard 

Noise  levels  al  sites  along  the  interior  avenues  varied 
Irom  lows  ol  75  dBA  L,o,  measured  at  several  siles,  to 
a  high  of  83  dBA  L,o  at  Amsterdam  Avenue  between 
85th  and  86th  Streets  Because  all  sites  were  adiacenl 
lo  resideniial  buildings,  the  levels  at  those  sensitive 
land  uses  can  be  assumed  also  to  be  high  —  almost 
certainty  above  the  FHWA  standards  The  highest  level 
measured  on  ihe  West  Side  streets  was  at  1 79lh  Street, 
overlooking  Ihe  Trans  I^Aanhaltan  Expressway  The 
level,  measured  m  the  early  afternoon,  was  89  dBA  Lio, 
and  was  the  highest  reading  measured  al  any  ol  the  39 
sites  on  the  West  Side 

Two  sites  were  measured  in  Central  Park  at  some  dis- 
tance from  an  idenliliable  Iraffic  noise  source  lo  estab- 
lish a  reasonable  base  level  lor  daytime  noise  m 
IVlanhattan  The  first  site  was  al  the  Sheep  Meadow 
where  Ihe  measuiement  was  59  dBA  Lio  The  second 
site  was  near  ihe  96ih  Street  tennis  courts,  the 
measured  noise  level  at  that  site  was  57  dBA  L,e  Both 
measurements  were  made  in  the  late  afternoon  Given 
these  levels,  il  is  assumed  that  55  dBA  L.o  is  the  mini- 
mum exterior  level  which  could  be  lound  al  any 
location  in  the  sludy  area  during  the  daytime,  and  more 
specifically,  that  the  minimum  achievable  noise  level 
in  Riverside  Park  is  55  dBA 


Noise  Prediction  Method 


The  calculation  method  of  the  Transportation  Systems 
Center  of  the  United  Slates  Department  ol  Transporta 
lion  was  used  lo  predict  Irallic  noise  levels  lor  Ihe 
existing  highway  wilh  proiected  1995  tratlic.  and  lor 
the  proposed  highway  and  its  projected  1995  traffic 
This  method  is  not  applicable  (or  slop-and-go  arlenal 
street  irallic  and,  therefore,  the  method  was  amended 
through  measurements  made  as  part  of  the  West  Side 
Highway  Proiect  Specilically.  for  the  study  south  ol 
42nd  Street,  noise  emissions  ol  several  Hundred  trucks 
and  buses  were  measured  on  New  York  City  streels 
to  allow  extension  ol  the  model  to  very  low  speeds 
Medium  trucks  were  measured  separately  because  ol 
the  large  number  of  these  vehicles  within  the  City  In 
addition,  the  effects  of  cobblestone  pavements  and 
stop-and-go  iralfic  were  measured 

The  resulting  model  employs  the  Transportation  Sys- 
tems Center  Noise  Nomograph,  extended  by  these 
measurements,  lo  determine  the  close-by  noise  levels 
in  units  of  dBA  L,o  The  levels  ol  noise  depend  upon 
Ihe  traffic  volume,  speed,  and  mix  between  heavy 
trucks,  medium  trucks,  buses  and  automobiles,  as  wen 
as  distance  from  Ihe  Iraldc.  the  existence  ol  walls 
behind  Ihe  receiver  and  pavement  roughness 

The  calculations  begin  with  Ihe  morning  and  allernoon 
peak-hour  volumes  lor  automobiles,  trucks  and  buses, 
along  with  Ihe  corresponding  speeds  predicted  by  the 
trallic  assignment  process  for  the  existing  highway, 
for  the  proposed  highway,  and  lor  the  street  network 
These  volumes  and  speeds  vary  irom  block  to  block 
along  arterial  streets,  and  from  interchange  to  inter- 
change along  the  existing  and  proposed  highways. 
The  truck  volumes  are  divided  between  heavy  and 
medium  trucks  If  the  peak  liours  are  congested,  auto- 
mobile noise  will  be  artificially  low,  because  slow 
speeds  mean  quieter  automobiles  (the  same  is  not  true 
(or  trucks,  however)  For  such  cases.  Ihe  loudest  pos- 
sible automobile  condition  is  substituied  (or  ihe  peak- 
hour  automobile  condition.  This  loudesi  condition 
would  probably  occur  iust  before  and  iusl  alter  the 
peak  hours  Sometimes  this  substitution  is  necessary 
for  iust  one  ol  the  Iwo  peak  periods,  sometimes  for 
both  Finally,  ihe  morning  peak  noise  level  and  the 
allernoon  peak  noise  level  are  both  computed,  and  the 
louder  condition  is  chosen  Note  ihat  when  Ihe  trallic 
IS  congested  at  the  peak  hour.  Ihe  louder  automobile 
condition  is  substituted,  and  ihe  loudest-auto  and 
loudest-truck  conditions  are  actually  combined,  even 
though  they  occur  al  difterenl  limes  of  ihe  day 
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The  noise  model  was  (urlher  modilied  lo  accommodate 
measu'emenis  made  m  Riverside  Park  In  the  park  neat 
77tln  Slreel,  103fd  Stteel  and  148lh  Street,  measure- 
ments were  made  at  varying  distances  Uom  Ihe  Park- 
wav  to  determine  the  shielding  ellecl  ol  the  park  ler- 
rain  This  calculated  barrier  edecl  was  used  as  input 
to  the  model  in  predicling  noise  at  park  locations  De- 
tailed mformalion  on  noise  measuremeni  and  catibra- 
lion  of  Ihe  model  lor  all  sites  are  contained  in  Ihe 
appendix  lo  Ihis  report 

In  addition  to  predicting  traffic  noise  for  Ihe  recon- 
structed highway,  it  was  also  necessary  lo  assess  the 
noise  levels  near  any  ventilation  buildings  and  for  Ihe 
busway  transit  option  The  assumptions  used  in  calcu- 
lating exhaust  fan  noise,  predicted  noise  (rom  this 
source  and  possible  abatemeni  measures  are  dis- 
cussed in  the  appendix 


Projected  Noise  in  1995 


In  the  assessment  ol  predicled  noise  for  1995.  the 
Iraflic  noise  associated  with  Ihe  proposed  highway  is 
compared  with  thai  predicted  lor  the  existing  highway 
The  comparison  shows  two  general  patterns  First, 
where  the  proposed  new  highway  is  covered  and 
ventilated,  its  traffic  noise  levels  are  lower  lhan  ihose 
of  Ihe  exislmg  highway  conliguration  lor  areas  withm 
Riverside  Park  and  along  Riverside  Drive  Where  the 
proposed  highway  is  open  —  thai  is,  in  the  area  from 
123rd  Street  to  Ihe  George  Washington  Bridge  — 
trallic  noise  produced  by  trucks,  buses  and  aulos  on 
Ihe  mainline  highway  are  higher  than  those  on  Ihe 
surface  parkway  which  carries  only  automobiles  The 
second  observation  is  ihal  traffic  noise  levels  on  the 
interior  streets  and  avenues  are  lower  with  the  pro- 
posed highway  than  with  Ihe  existing  highway  This  is 
If  ue  for  all  bul  one  ol  the  siies  lor  which  calculations 
were  possible  The  lower  noise  levels  on  Ihe  interior 
avenues  lor  the  proposed  highway  are  due  lo  the 
diversion  of  Irucks  from  those  streets  to  the  new  high- 
way 


1995  Noise  Levels  —  dBA  L.b 

Locallon   

Lincoln  Towers,  between  69th  &  70th  Streets 

Schwab  House,  Riverside  Drive  between  73rd  &  74th  Streets 

Riverside  Drive,  between  86th  &  87th  Streets 

Riverside  Drive  between  106th  &  107lh  Streets 

Riverside  Drive  between  114th  &  115ih  Streets 

Riverside  Drive  between  I34th  &  l35th  Streets 

River  Terrace  Apartments,  158th  Street 


Typical  Residential  Areas 

The  eight  locations  considered  in  Ihis  category  are 
residential  areas  along  Riverside  Drive,  and  the 
Lincoln  Towers  apartments  between  69th  and  70lh 
Streets  At  lour  sites  in  the  area  from  72nd  Street  to 
115th  Street,  1995  traffic  noise  associated  with  Ihe  pro- 
posed highway  would  be  lower  than  that  of  the  existing 
highway  Below  72ncJ  Street  and  above  123rd  Street, 
noise  levels  predicted  for  the  existing  highway  in  1995 
would  be  lower  These  differences  are  a  result  of  the 
change  in  the  proposed  highway's  configuration  at 
123rd  Slreel  Irom  enclosed  lo  open. 

The  table  above  shows  the  predicted  1995  noise  levels 
for  these  eight  residential  locations.  The  levels  in- 
dicated are  Ihose  predicted  to  occur  at  the  west  face 
of  the  buildings  at  the  location,  and  are  at  ground  level. 
Noise  levels  above  ground  level,  such  as  those  at  the 
upper  stones  of  buildings,  would  be  somewhat  higher 
than  those  indicated  for  both  the  existing  and  the  pro- 
posed highways 

The  1995  noise  levels  for  Ihe  exisling  highway  are  al- 
most identical  with  Ihose  calculated  lor  1973  at  these 
locations  Noise  from  exhaust  fans  lor  Ihe  proposed 
highway  would  be  lower  lhan  traffic  noise  at  all  of 
these  locations- 


PropoMd  Hlgtiwa^  EKlHIng  Highway 

69  62 

 61  W 

 60  W 

62  66 

66  ~^ 

 75  6fl 

 73  68 

73  66 


Outdoor  Recreational  Areas 


For  each  of  the  six  locations  in  Riverside  Park,  cross 
sections  showing  the  predicted  noise  lor  the  proposed 
highway  and  for  the  existing  highway  have  been  pre- 
pared, These  cross  sections  extend  (rom  Riverside 
Drive  on  the  east  to  the  edge  of  the  park  on  the  west. 
Those  for  the  proposed  highway  show  the  highway  and 
ramps,  where  applicable,  the  iransitway  location,  and 
Riverside  Drive  Those  (or  the  existing  highway  show 
the  highway  and  its  entrance  and  exit  ramps,  the  Penn 
Central  right-o(-way.  and  Riverside  Drive. 

The  brown  tones  in  the  cross-sections  on  the  following 
pages  show  the  predicted  noise  levels  in  1995;  ihe 
lighter  the  lone,  the  lower  the  predicted  noise  level. 
The  lightest  brown  lone  on  the  drawings  Indicates 
noise  levels  between  65  and  69  dBA  L,«  As  can  be 
seen  (rom  these  lllustralions,  many  areas  are  not  toned 
and  are  theretore  predicted  lo  have  nolae  levels  below 
65  dBA  L.  a. 


Riverside  Drive.  Columbia  Presbyterian  Residences.  170th  Slreel 
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7Btti  SIreel 

Exlsltng  Highway   Noiso  from  Ihe  existing  highway 
will  bo  between  70  and  74  dBA  Lro  m  Ihe  immodlate 
wiclnlly  o(  Ihe  highway  and  ramps.  Levels  from  65  to  70 
dBA  Lid  will  extend  eastward  liom  Ihe  highway  to 
Riverside  Drive,  masking  tralllc  noise  from  Iho  Drive, 
these  levels  will  also  extend  wesiward  toward  the 
Rtvor  Because  Ihe  park  oroas  to  the  wosl  of  the 
Parkway  are  lower  ihan  the  road,  they  will  have  lower 
noise  levels;  approximately  62  dBA  L.g  is  predicted 
for  11)0  'ivcr  edge  promenade  at  this  location 

Proposed  Highway   A»  the  llluslration  shows,  noise 
levels  from  tralllc  are  not  predicted  lo  reach  65  dBA  Lm 
al  this  locaiion  This  Includes  noise  from  tralllc  on  ihe 
proposed  highway  which  is  covered  at  thai  point,  and 
tralllc  noise  from  Riverside  Drive.  In  the  immediate 
vicinity  of  Riverside  Drive,  noise  levels  are  predicted 
to  be  from  60  to  64  dBA  L,,  These  levels  do  not  extend 
as  far  as  Ihe  buildings  facing  on  the  Drive  Exhaust  fan 
noise  from  the  ventilation  building  near  70lh  Streel  Is 
predicted  to  be  approximately  53  dBA  Lio  at  Ihe  76lh 
Street  location,  and,  therefore,  would  nol  be  perceiv- 
able above  the  normal  daytime  noise. 


89th  Street 

Existing  Highway    Noise  levels  above  65  dBA  Lis 
extend  for  some  distance  from  the  exislmg  highway 
Levels  from  65  lo  69  dBA  Lio  will  occur  from  the  west- 
ern side  of  the  Soldiers  and  Sailors  Monument  to  the 
promenade  which  lies  over  the  Penn  Central  tracks. 

Proposed  Highway    The  proposed  highway  continues 
m  covered  suction  ai  B9th  Streel.  Noise  levels  for  the 
area  are  below  65  dBA  Li*  throughout  Noise  from 
Riverside  Drive  traffic  ts  predicted  to  be  between  60 
and  64  dBA  Lio  for  a  small  distance  on  eilhei  side  of 
Ihe  street  The  levels  at  the  exteriors  of  buildings  facing 
on  Ihe  Drive  will  also  be  fairly  low,  ranging  Irom  55  lo 
62  dBA  Lio 
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97th  Street 

Existing  Highway   With  the  existing  Parkway,  Ihe 
majofity  o(  the  paik  space  is  predicteO  lo  have  levels 
IfOm  65  10  69dBA  L,o  Only  Ihe  weslern  edge  of  Ihe 
park  will  have  lower  levels,  wilh  ihe  promenade  ai  63 
dBA  Lio 

Proposed  Highway  The  levels  shown  indicate 
souicesof  noise  Irom  Ihe  inlerchange  ramps  and  from 
Riverside  Diive  at  this  localion  The  fact  thai  Irucks  aie 
nol  permitled  to  use  this  inlerchange  is  rellecled  in  the 
relatively  low  noise  levels  near  Ihe  ramps  Notse  levels 
from  60  to  55  dBA  L,o  are  predicted  lor  most  of  the 
park  area  al  this  location 


1041h  Street 

Existing  Highway    Noise  levels  at  this  localion  will  be 
higher  than  with  Ihe  proposed  highway  The  localion 
ol  the  Parkway  below  the  park  space  accounts  (or  ihe 
widespread  effect  of  IraHic  noise  in  Ihis  area 

Proposed  Highway    All  of  the  park  area  below  the 
level  of  Riverside  Drive  will  have  noise  near  the 
minimum  attainable  level  ol  55  dBA  L.o  Only  a  small 
area  near  Riverside  Drive  will  be  above  65  dBA  Lio. 
buildings  facing  Ihe  Drive  will  have  exterior  levels  near 
60  dS 


fMoise  Profiles  in  1995 

I         I        Less  than  65  dBA  L,o 


75-60  dBA  L,D 
60-65  dBAL.o 


12181  street  r 
Existing  Highway   Noise  from  the  existing  highway 
will  be  roughly  comparable  lo  thai  associated  with  ttie 
propOBed  solution  A  small  area  near  the  river  edge  will 
experience  levels  over  70  dBA  Lie,  but  most  levels  at 
this  location  will  be  from  6S  to  69  dBA. 

Proposed  Highway  Again,  traflic  noise  levels  lOr  this 
highway  conligurallon  are  prodicled  lo  be  low  The  65 
dBA  Lio  noiso  levels  Irom  Riverside  Parit  allect  only  a 
small  porlion  of  the  park  space  At  this  pomi,  however, 
noiso  lovofsof  65  to  70  dBA  L.o  from  the  ventilation 
building  at  ^2A^h  Street  will  be  heard  in  the  area  (rom 
the  transilway  lo  the  rrver. 
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147th  street 

Existing  Highway   Noise  from  Ihe  existing  highway 
would  be  less  than  thai  from  the  proposed  highway. 
Levels  on  the  ground  at  this  location  would  be  below 
65  dBA  L 10  lor  ihe  area  Irom  Riverside  Drive  to  the 
Penn  Central  tracks 

Proposed  Highway   Noise  at  Ihis  location  shows  a 
reversal  ol  the  pattern  in  the  locations  lo  the  south. 
The  highway  lanes  have  emerged  Irom  Ihe  covered 
configuration,  and  noise  from  aulos,  Irucks  and  buses 
can  now  be  heaid  Although  levels  as  high  as  60  to  84 
dBA  Lia  arc  indicated.  Ihey  occur  above  ground  level, 
and  Ihoroloro  would  nol  allect  activities  in  the  park 
However,  levels  from  75  to  79  dBA  would  extend 
throughoul  almosi  all  of  the  park  space,  and  would 
occur  at  the  Ince  of  buildings  along  Riverside  Drive. 


Noise  Profiles  In  1995 

I        Less  than  65  dBA  L,o 


65-70  dBA  L,o 


70-75  dBA  Lio 


75-80  dBA  L.o 


80-85  dBAL,, 
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199S  Noise  Levels  —  dBA  L,o 


Locallon 

Propoied  Highway 

Exitling  Highway 

Amslerdam  Avenue  between  74ih  &  75Ih 

74 

78 

Amslerdam  Avenue  belween  85lh  &  86th 

71 

74 

L  oiumbus  Avenue  between  97th  &  98th 

72 

76 

Amsterdam  Avenue  belween  1 13th  &  114lh 

73 

76 

Broadway,  200  feetnorlh  o1 116th  Street 

73 

77 

125th  between  Broadway  and  Amslerdam 

79 

74 

Broadway  between  146lh  and  147th 

70 

74 

Amsterdam  between  150th  and  151st 

73 

76 

Broadway  between  165lh  &  166th  71 


Non-residential  Sensitive  Sites 
The  only  location  m  this  category  is  the  Columbia 
Presbyterian  Hospital  on  Riverside  Drive  al  165th 
Street  Like  the  other  tocalions  along  Riverside  Drive 
.n  the  area  norih  ot  123rd  Sireel,  this  site  is  expected 
10  experience  higher  noise  levels  Irom  the  proposed 
highway  than  Irom  ihe  existing  highway,  wilh  77 
dBA  Lio  predicted  lor  Ihe  proposed  highway  and  73 
dBA  Lio  lor  Ihe  existing  highway 


Interior  West  Side  Avenues  and  SIreels 
Ot  the  eleven  sites  in  Ihis  category,  calculations  ot 
1995  noise  were  made  tor  nine  These  nine  include 
three  locations  on  Broadway,  lour  on  Amsterdam 
Avenue,  one  on  Columbus  Avenue,  and  one  on  125th 
Street  Noise  levels  al  Ihe  two  remaining  sites,  179th 
Street  and  Underclill  Avenue,  could  not  be  calculated 
because  the  model  canno!  accouni  (or  Ihe  complex 
roadway  conligurations  at  these  locations 

Results  ol  the  predictions  (or  the  nine  sites  are  shown 
in  Ihe  table  above.  Like  the  levels  shown  lor  Riverside 
Drive  locations,  these  are  Ihe  predicted  levels  al 
ground  level 


,Alr  Quality 


In  order  lo  delerriiine  me  eflecls  on  an  qualiiy  ol  a  new 
West  Side  Highway  exlending  Irom  42nd  Slreel  north 
10  the  George  Washington  Bridge,  an  analysis  was 
made  o(  the  movemeni  of  pollutants  Ifom  vehicles  on 
Ih©  roadway  into  the  surrounding  envifonmenl.  This 
analysis  was  based  on  a  series  ol  meleofological 
measuremenls  mad©  in  the  study  area,  as  well  as  the 
application  ol  well  accepted  mathematical  lormulae 
describing  the  movement  ol  pollutants  In  the  atmos- 
phere. These  malhematical  expressions  were  applied 

10  bolh  1972  and  1995  iralfic  conditions  in  order  lo 
provide  a  comparison  between  Ihese  Iwo  years.  In 
addilion,  1995  iralfic  conditions  were  analyzed, 
assuming  llrsl,  thai  the  existing  highway  was  sllll  in 
place;  and,  second,  that  the  new  highway  was  In 
operalion.  This  comparison  serves  lo  show  ihe  relative 
Impact  ol  the  now  lacilily  on  Ihe  air  quality  in  a  typical 
luiureyear. 

The  study  presenled  here  is  not  a  detailed  or  com- 
prehensive air  quality  analysis  This  work  represents  a 
simplilled  molhod  o(  delermining  a  probable  order  of 
magnitude  ol  Ihe  air  qualify  impact  of  fhe  project,  as 
well  as  a  reasonable  and  conservative  estimate  of  the 
relationship  of  the  expected  pollutant  concentrations 
to  the  National  Ambient  Air  Quality  Standards.  If  this 
protect  were  lo  move  lorward,  a  complete  environ- 
mental impact  statement  would  be  prepared  and  would 
include  a  thorough  analysis  of  the  air  quality  impacts. 

11  Is  not  expected,  however,  that  the  conclusions  ol 
such  an  analysis  would  differ  in  substance  from  those 
reached  in  tins  study. 

tVlathemallcal  Models 

In  order  to  provide  an  analysis  of  both  the  existing 
highway,  which  Is  entirely  exposed  lo  the  air,  and  the 
proposed  lacillty,  which  is  partially  enclosed  with  the 
resulting  pollutants  ventilated  through  exhaust  slacl<s, 
II  was  necessary  to  use  Iwo  separate  mathematical 
formulations.  Both  mathematical  models  are  recom- 
mended and  distributed  by  the  United  Slates 
Environmental  Protection  Agency  (USEPA),  Due  to  the 
relative  roughness  o(  the  terrain  adjacent  to  the 
proposed  facility,  It  is  expected  that  even  though  pollu- 
tant levels  will  be  considerably  below  national 
standards,  the  pollutant  concentrations  reported 
here  will  be  in  excess  of  those  actually  to  be  expected. 


Meteorological  Measuremenls  and  Assumptions 
In  order  to  determine  the  most  probable  wind  direc- 
tions and  speeds  (or  use  in  predicting  pollutant 
concentrations,  wind  measuremenls  were  made  at  two 
localions  in  Ihe  study  area— the  Marine  Transfer 
Station  at  I35th  Street  and  the  West  Side  Highway 
exit  ramp  at  79th  Street.  The  Marine  Transler  Station 
is  located  directly  on  the  river.  Because  the  West  Side 
Highway  over  the  length  under  consideration,  with  the 
exception  ol  North  Biver  Pollution  Control  Plant,  is 
free  ol  outboard  obstructions,  the  winds  at  the  Marine 
Station  can  be  considered  wholly  representative  ol 
Ihose  that  will  initially  affect  highway  pollutants.  These 
pollutants  will  then  be  modified  by  passing  over  Ihe 
relatively  rough  inland  terrain.  This  effect  is  seen  in 
comparing  the  79th  Street  ramp  station  and  the  Marine 
Transfer  Station  The  wind  frequency  distribution  at 
79th  Slreel  shows  a  broadening  of  the  direction  bands 
and  a  sharp  drop  in  the  average  wind  speed  as  com- 
pared 10  the  Marine  Transler  Station,  The  lack  of 
northeast  winds  at  this  inboard  site  is  due  to  the  block- 
age ellecls  by  buildings  and  terrain  along  Riverside 
Drive  These  aspects  serve  to  deliecl  Ihe  air  to  Ihe  more 
northern  quadrants  parallel  to  the  building  and  terrain 
lines. 

For  analysis  presenled  here,  two  important  meteoro- 
logical assumptions  were  made  First,  Ihe  worst  case 
stability  class  is  assumed  to  be  level  five,  or  slightly 
stable  The  worst  case  wind  speed  is  assumed  to  be 
one  meter  per  second  (2  2  miles  per  hour).  These 
values  were  chosen  as  worst  case  meteorological 
because  of  the  locations  of  this  portion  of  the  West 
Side  Highway  adiacent  lo  the  Hudson  River  and  to  a 
relatively  open  terrain  to  the  east.  Even  during  inver- 
sions, Ihe  Hudson  River  shore  experiences  onshore 
breezes  with  liequent  shifts  in  directions  that  make 
more  stable  conditions  impossible  even  during  one- 
hour  periods.  The  coincidence  ol  peak  tratfic,  level  six 
conditions  (stable)  along  with  winds  less  than  one 
meter  per  second  operating  in  a  single  direction  lor 
one  hour  are  not  expected  ever  to  occur  during  a 
single  year  Thus,  the  level  live,  one  meter  per  hour 
wind  speed  conditions  are  concluded  to  be  worst  case 
meteorology 

Pollulanl  Emission  Assumptions 

Motor  vehicle  pollutant  emissions  were  determined  on 
the  basts  ol  number  ol  vehicles,  average  vehicle 
speeds  during  peak  and  oil-peak  tialfic  conditions, 
and  on  emission  factors  derived  Irom  USEPA  Publica- 
tion AP-42.  2nd  Edition  Supplement  No  2,  September 
1973.  Ambient  carbon  monoxide  values  for  1972  were 
assumed  to  be  three  parts  per  million  (ppm)  and  for 
1995. 0  9  ppm  .  These  values  were  added  directly  to  ihe 
one-hour  and  eighl-hour  concentralions. 


Results 


Although  the  malhematical  models  used  in  this 
analysis  are  applicable  to  any  gaseous  pollutant,  only 
carbon  monoxide  was  analyzed.  This  pollutant  is  the 
only  one  (or  which  a  local  concentration  analysis 
appears  relevant.  Other  principal  pollutants,  such  as 
hydrocarbons  and  nitrogen  oxides,  must  be  analyzed 
on  a  f  egionwide  basis  Because  the  portion  of  the  West 
Side  Highway  under  consideration  here  carries  far 
less  lhan  one  percent  of  the  vehicle  miles  travelled  in 
the  New  York  region,  it  does  not  contribute  significantly 
to  Ihe  regional  load  o(  hydrocarbons  and  nitrogen 
oxides. 

The  results  of  the  analysis  for  carbon  monoxide  are 
shown  below.  The  tabulated  concenUations  represent 
the  carbon  monoxide  levels  as  calculated  at  the  edge 
of  a  typical  or  average  section  of  the  West  Side  High- 
way between  42nd  Street  and  the  George  Washington 
Bridge.  Also,  it  should  be  noted  that  the  concentrations 
correspond  to  a  height  ol  approximately  six  and  one- 
hall  leet. 

It  is  seen  that  in  1972  both  the  one  hour  and  eight  hour 
carbon  monoxide  standards  were  exceeded  il  Ihe 
specified  "worst  case"  meteorological  conditions 
were  present.  That  Ihe  1972  concentrations  shown  in 
Table  6  are  at  least  twice  the  Federal  standard  (or  the 
one-hour  case  and  almost  live  times  the  Federal 
standard  lor  the  eight-hour  case,  can  be  ascribed 
directly  lo  the  tact  that  concentrations  weie  computed 
at  the  immediate  edge  of  the  West  Side  Highway.  In 
reality.  o(  course,  the  bulk  of  the  park  land  is  not 
located  this  close  to  the  roadway  and  further  away 
from  the  edge,  carbon  monoxide  concentrations  de- 
crease significanlly  Furthermore,  an  analysis  of  a 
brief  period  of  local  wind  data  and  a  one  year  record 
from  LaGuardia  Airport  indicate  lhat  an  eight-houi 
persistence  of  the  meteorological  conditions  which 
generated  the  peak  eight-hour  carbon  monoxide 
concentration  is  highly  improbable  The  eight  hour 
value  represents,  thereloie,  an  upper  bound  on  the 
expected  maximum  average  pollutant  level  to  be  found 
over  an  eight-hour  period. 
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Carbon  MonoKlde  Concentrations 
(Paris  per  million) 


Case 

Peak  One  Hour 

Peak  Eight  Hour 

1972  (1) 

76,8 

42  4 

f  QQc  Pvj<;linfi  HifihWriv  Ml 

46 

3,0 

1995  Proposed  Highway 
Uncovered  (1 ) 

9.4 

5.7 

1995  Proposed  Highway 
Covered  (S) 

4.G 

30 

Federal  Ambient  Air 
Oualily  Slaridard 

3S.0 

90 

Noles: 

1.  Calculated  at  theeasiern  edge  o(  ihe  roadway,  2  meters 
above  the  ground 

Wind  Speed  -  1  meter  per  second 

Wind  Oneclion  =  approiimately  parallel  to  roadway 

Stability  Class  =  5,  slightly  stable 

1972  concenlrations  include  3  ppm  ambieni 
1995  concentrations  include  0.9  ambient 

2.  Calcuiaied  ai  ground  level  ai  pomi  ot  maximum 
concentration.  180  meters  east  ol  lunriel  eithausl  Includes 
autos,  tfucKs  and  buses. 

Wmd  Speed  =25  meters  per  second 

Wind  Direction  =  apprommately  perpendicular  lo  roadway 

Slabilily  Class  =  3,  slightly  unstable 

Concentfalions  include  0  9  ppm  ambient 


In  1995  it  IS  predicted  that  carbon  monoxide  concentra- 
tions will  fall  far  below  Ihe  Federal  Ambient  Air  Quality 
Siandards,  even  under  Ihe  most  adverse  meteorologi- 
cal conditions  lo  be  expecled  on  the  West  Side  As 
can  be  seen  from  the  adjoining  table  this  decrease  is 
expected  to  occur  whether  or  nol  a  new  highway  is 
bum.  The  reduclion  m  concentrations  is  attributed 
primarily  lo  Ihe  proiecled  decrease  in  carbon  mon- 
oxide emissions — due,  in  turn,  lo  the  increasingly 
stringent  molor  vehicle  emission  factors  outlined  by 
the  U  S  Environmenlal  Protection  Agency — between 
these  two  years 

Uncovered  portions  of  the  new  highway  would  cause 
somewhat  higher  concentrations  lhan  would  the 
conlinued  operation  ol  Ihe  existing  (acility  m  1995, 
because  of  the  presence  ol  truck  and  bus  traffic  on  Ihe 
new  highway  These  heavy  duty  vehicles  generate 
more  pollution  than  automobiles  and.  therefore,  lend 
lo  raise  carbon  monoxide  levels.  As  previously  men- 
tioned, however,  concentration  values  lor  both  the  new 
highway  and  the  existing  lacility  would  be  well  below 
the  Federal  siandards  in  1995. 

Covered  portions  of  the  new  West  Side  Highway 
would  cause  approximately  the  same  carbon  monoxide 
concentrations  as  would  be  expected  il  the  existing 
highway  were  left  operating  There  is  an  important 
dillerence,  however,  between  operation  of  the  existing 
facility  and  operation  of  a  new  highway  with  regard  to 
Ihe  size  ol  the  areas  affected  by  pollutant  emissions. 
Because  no  sections  of  Ihe  existing  highway  are 
enclosed,  i  e  ,  there  are  no  tunnel  sections,  pollutants 
are  more  or  less  unilormly  distributed  along  the  entire 
length  of  the  roadway  On  the  other  hand,  a  new  high- 
way would  include  considerable  lengths  of  roadway 
which  would  be  enclosed  and  mechanically  ventilated. 
The  pollutants  generated  in  ihese  enclosed  portions 
would  be  dispersed  inside  the  tunnel,  collecled  in  a 
duct  system,  and  then  exhausted  mlo  the  atmosphere 
at  pomls  selected  lo  minimize  adverse  impacts  on  air 
quality  For  those  areas  ol  the  park  adjacent  to  the 
covered  portions  ol  the  highway,  the  contribution  ol 
tunnel  traffic  to  the  overall  ambient  carbon  monoxide 
levels  would  be  negligible  ■ 
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